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Ask for Catalogue No. 104. 
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better understanding by the public and 
the state and national governments of 
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Money Orders 


Sending money via Wells Fargo is a very simple opera- 
tion—you just dictate the money order. 
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say, ‘*$25 to John Jones, Buffalo,’’ adding your own name. The 
order will be handed you as quickly as the clerk can write it. 


You yourself do no writing—no filling out of application 
blanks. You don’t even bother with details of street addresses. 
You just dictate —and the money goes to the man it is intended 
for in perfect safety. 


Dictate your money orders. 


Wells Fargo & Company Express 


Money Orders and Travelers Checks 
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INDUSTRIAL RAILWAYS CASE. 


The action of the Interstate Commerce Commis- 
sion in answer to the writ to show cause why i 
should not be compelled to issue an order in the 
Industrial Railways Case has been somewhat of a 

The Commission shows fight and 

argument in support of its 
dismissed from the rule to show 
Judge Anderson of the District of 
Columbia Supreme Court. It had been expected, o 
that the Commission would either 


disappointment. 
makes a_ legal 
motion’ to be 
cause, issued by 
rather, hoped, 
submit to being compelled to issue the desired 
order or would ask for a postponemtnt on. the 
ground that it was considering what, in view of the 
ought 
The 
desire of the industrial lines affected by the decision 
of the Commission in the Industrial Railways case 
is to get a formal order from the Commission so that 
get the into the United States 
Their action to compel the Com- 
such an order was taken before 


upreme Court decision in the tap-line case, 
to be done in the Industrial Railways matter. 


they may matter 
Supreme Court. 
issue 
the Supreme Court handed down its tap-line deci- 
sion, but after that decision it-was believed that the 
mmission would see that its principles applied in 
industrial case also, and would act accordingly, 
ithout the necessity of being compelled. The Su- 
me Court decision in-the tap-line case makes the 
istrial lines doubly anxious to get their case 

to that court. 
f course, the Commission may be contemplat- 
some such action as was expected or desired 


mission to 
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and has merely not seen fit to tell its plans. Cer- 
tainly if it does not itself intend to make the in- 
dustrial case square with the tap-line dicision it 
ought not, because of a technicality or for any 
other reason, to interpose any obstacle to a decision 
by the Supreme Court of the rights of the tap lines. 


EFFECTIVE CO-OPERATION. 

The National Industrial Traffic League, always 
alive to the issues and opportunities of the day, and 
always energetic in meeting them, has another oc- 
casion for self-congratulation. The code of stor- 
age rules which it submitted to the American Rail- 
way Association and which was adopted by that 
body has now been indorsed by the Interstate Com- 
merce Commission and put into effect in interstate 
commerce. 

Not long since the league, working with the 
American Railway Association, drew up a set of 
rules governing the weighing and reweighing of 
carload freight. It is another example of what 
can be accomplished, not only by effort, but by 
the spirit of co-operation which in both these cases 
has been admirably shown by both the shippers and 
the carriers. There are few questions that cannot 
be worked out in this spirit if the desire is present. 
We hope there will be many to follow where these 
bodies are showing the way. 


PRESIDENT AND RATE ADVANCE. 


It is rather amusing to see the way in which Pres- 
ident Wilson “ducks” any inference that he has 
expressed an opinion or has a conviction that the 
Interstate Commerce Commission should grant the 
railroads an increase in rates, after the pains he has 
been to, or at least his acquiescence in the plan, to 
let the information trickle from the White House 
that he believes business conditions would be bene- 
fited by a decision favorable to the carriers in their 
application for permission to make an increased 
charge. He has seen to it that the record has been 
kept clear as to any expression coming from him in 
favor of or against an increase, but nevertheless, 
perhaps artfully and perhaps only by chance, the 
public has been definitely and effectually informed 
of his position. His denials have always gone to 
any inference or statement that he has expressed 
an opinion, but never has he denied, so far as we 
have learned, that a statement regarding his posi- 
tion was given out at the White House by his secre- 
tary, and never, so far as we know, has he repudi- 
ated the statement or expressed displeasure that it 
was made. 

But although he refuses to sanction too much in- 
ference from what he says, inferences nevertheless 
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drawn. One’of them is drawn from his ex- 


are 
pression this week to the effect that any present un- 
satisfactory condition of business was not general 


and centered very largely about the railway offices, 
being reflected in the steel industry and in other 
which depend especially 
the 


same talk he said in answer to a question that he 


closely allied industries, 
on railroad development for prosperity. In 


had no information indicating that recent railroad 
disclosures had reacted to depress the railroad in- 
dustry. All this was taken very properly, we think, 
to mean at least that the President did not feel that 
the railroads were reaping the crop of the seed 
they had themselves sown, and that he would not 
disapprove an increase in railroad rates. 

Whether he approves it or not, it is pretty gen- 
erally believed that the increase will be granted, 
in whole or in part. Not only is it the impression 
that an increase will be granted, but the decision is 
expected soon, which is as it should be, whatever 
the conclusion reached may be. The Commission 
has been in conference this week discussing the rate 
case and its decision is looked for before summer 
adjournment. 


ABANDONED PROPERTY ORDER 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


the following order with 
That each and every Car- 


The Commission has made 
regard to abandoned property: 
rier owning or operating a steam railroad, and each and 
every receiving or operating trustee of any such carrier, 
shall, on or before February 1, 1915, file with the Com- 
mission, at its office in Washington, complete and detailed 
schedules of all fixed physical property which it has aban- 
doned prior to June 30, 1914, together with a complete 
and detailed statement of its claims with respect thereto. 
Such schedules shall show this property classified in ac- 
cordance with the Interstate 
vestment accounts, and shall give the physical units of the 


Commerce Commission’s in- 
property, with the original cost of same to date of aban- 
also date of abandonment and disposition and 
Carriers shall ac- 


donment; 
present status of abandoned property. 
company such schedules with a descriptive list of all maps, 
profiles, or other records which refer to the property and 
which will serve to aid the Commission in identifying and 
examining the same, and upon request from the Commis- 
sion shall file with it such maps, profiles and other records 
or copies of the same as may be required. 


DENIES RIGHT OF SECRECY. 


Attorney-General McReynolds has filed in the United 
States Supreme Court an appeal from the Federal District 
Court in Kentucky denying the application of the govern- 
ment for an order compelling the Louisville & Nashville 
Railroad to permit examiners of the Interstate Commerce 


Commission to examine its files of correspondence. The 
attorney-general contends that a railroad can have no se- 


crets from the government. 
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LEADERS IN TRAFFIC | ) 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


W. G. Womble, who has been appointed rate « 
of the corporation North 
born in Chatham Carolina, 
He learned 


commission of Carolina, 
North 
1894 and worked as relief 
agent-operator on Fear & Yadkin Valley 
In 1895 he the Wilmington-New Bern 
& Norfolk Railroad, which soon afterward became by pur. 
chase a part of the Atlantic Coast Line 


County, July 7, 
telegraphy in 
the 


went 


Cape Rail- 


road. with 





system. He 
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week, 
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ing th 
Was af 
Saulsb 
W. G. WOMBLE. 


Qu 
that station 


transfer clerk at South Rocky Mount, \ 

Richmond, Va. On the purchas: 
the Plant system in 1902, he was tran going { 
traffic department of the s 
as chief correspondence fil« erk mission 
clerk, rate h 
chief rate clerk. The pu 
impairment of his health 
fall of 1909, he was transferred to Chadbourn, N 
agent for the to Raleigh 
fall of 1910 Ral 
Southport important « 


remained with 
ville, N. C.; 
and bill clerk at 
that company of 
ferred to the freight 
at Wilmington, N. C., 
becoming, 
chief of tariff department 
count of a 


system as agent at Ja 


successively, assistant rate 
and 
temporary 
same company, 


freight 


going 
agent of the 
time an 


as general 
Railroad, at that 
tion of the Coast Line. On the purchase in 19 

the Norfolk Southern of a group of short lines in 

Carolina, among which the Raleigh & Sou 

forming what is now the western division, he was 1€ to view 
division freight agent in charge of lines west of R 

remaining in that position until April 15, 1914, w: he I ber 
resigned to accept present position. Ider M 


was 
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CURRENT TOPICS IN WASHINGTON 


Approval of Stocks and Bonds.— 
If the Interstate Commerce Commis- 
sion is to have power to say whether 
a railroad company may or may not 
issue stocks and bonds, does not its 
approval of an issue of either carry 
with it an assumption that the gov- 
ernment guarantees that the purpose 
for which the money is to be used 
will add to the earning power of the 
issuing carrier? That is the sub- 
stance of a question that was put to Commissioner Hall 
by Chairman Newlands of the Senate interstate commerce 
eommittee while it was holding a hearing, early in the 
week. on the bill to give the Commission such authority. 
Mr. Hall said the question had been considered by the 
Commission and that Commissioner McChord was inclined 
to oppose the bill on that ground. At another point in 
the hearing Commissioner Clements was asked if the 
assumption of all the rights of ownership by the govern- 
ment over railroad property would not soon have to 
be followed by government ownership. The veteran 
member of the Commission said he hoped the time would 
never come when the government would feel constrained 
to take over the railroads, because of the immense op 
portunities such a course would open for graft and favor- 
itism. Sharp criticism was also launched against the 
proposed addition to section 20 giving the Commission 
access to “all accounts, records, memoranda, correspond- 
ence, documents, papers and other writings, regardless 
of the date thereof. Senator Brandegee suggested that 
such a provision would violate the provision of the con- 
stitution forbidding unreasonable search and seizure, be- 
cause the access is to be had not merely to the books 
and papers of carriers, but of all persons who may have 
any dealing with any carrier company or any official 
thereof. Commissioner Hall said the examination was 
to be confined to accounts and documents bearing upon 
the relations of individuals with carriers. Brandegee 
wanted to know who would restrain the agent from go- 
ing through all correspondence in search of what he 
was after. “It is a horrible proposition,” said Senator 
Saulsbury. 


Question to Be a Live One.—That 
whether the government will not be the moral, if not 
indorser of all paper that may be put out by a 
carrier if the Commission is given the power desired, is 
going to be a live one ere long. Take the issue which 
the New York Central is about to make. The Com- 
mission has reported to the Senate that, in its opinion, 
the proposed issue would not be against public interest. 
The public has a right to infer the New York Central 
W be able to make money enough to pay the interest 
on that issue of $650,000,000 of 4 per cent bonds. If the 
financial house that handles that issue, J. P. Morgan & 

in all probability, does not make use of the report 

the Commission in answer to the Norris resolution, 

ill be overlooking a great advertising opportunity. 

if the railroad gets into trouble before the bonds 

paid, why will not the investing public be inclined 
lew the Commission with a good deal of suspicion? 
with a suspicion that it is dishonest, but that its 
members have no better judgment than Mellen says the 
elder Morgan had in some of his New Haven deals. Can 


question as to 


legal, 
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a governmental agency be any more certain that it is 
not making a mistake than can an equal number of 
financiers? For answer, consider the Hennepin Canal. 


Power Under Cummins Amendment.—The recom- 
mendation of the Commission that it have authority over 
issues of stocks and bonds was made long before 1910, 
the year when the Cummins amendment, requiring the 
carrier to show that a proposed higher rate will not be 
unreasonable, was written into the act. That amend- 
ment, it would seem, gives the Commission the power 
at all times to prevent the fixing of rates high enough 
to pay dividends on false capitalization, commonly called 
water. That power to fix rates gives the Commission 
control over stocks and bonds much more effectively 
than anything else could. The Baltimore & Ohio and 
Cincinnati, Hamilton & Dayton deal is a case in point. 
The first-mentioned road had the option of taking over 
the C., H. & D. in 1916. When that option was foisted 
upon the B. & O. the carriers had the unrestrained right 
to increase rates, subject only to the power of the Com- 
mission to declare any of them unreasonable, if the 
testimony showed them to be such. Does any sane man 
believe the B. & O. will dare make good on the option 
in view of the showing that up to date the deal has 
cost the B. & O. about $26,000,000, and it stands to lose 
as much more if the option is exercised? Exercise of 
that option would ruin the banking house that undertook 
to put through the arrangements. The French govern- 
ment was practically forced to take over the disastrous 
Western Railroad because of the great share it had in 
supervising railroads in that country. Ninety-nine per 
cent of those who advocate these close approaches to 
government ownership shudder because Tammany is 
supposed to have received a large slice of the money 
Mellen paid out on the Westchester deal. If the govern- 
ment owned or controlled the railroads, would Tammany 
be more or less powerful than it is now, with hundreds 
of thousands of railroad employes to be used in politics? 
Would the politician become sanctified the minute the 
government became the railroad landlord? 


Too Much Politics——Shippers who have complaints 
before the Commission may think there is too much 
political discussion in connection with railroad rate regu- 
lation. There is. Every line in this lot of observations 
is political rather than closely confined to matters of 
direct interest to aggrieved shippers. But how is it to 
be avoided? More than two-thirds of the time of the 
Commissioners must be spent in making investigations 
that have a political end. One-half of the remaining 
third must be devoted to the discussion of cases in- 
volving the question of the power of the Commission 
to deal with industrial railways, spotting tariffs, special 
services and the like. In the final analysis, it is all 
politics, not partisan politics (shippers may thank their 
stars for that), but politics just the same. The docket 
of the Commission is large, but there is precious little 
of the time of any of the Commissioners left for the 
consideration of the questions that have been raised by 
the complaints of communities and particular kinds of 
shippers. Nobody knows when, if ever, there will be 
a return to the simpler days when the first duty of the 
Commission was to get through with formal complaints, 
through which, of course, some of the largest of the 
questions now having so deep a political tinge were 
raised. A. E. H. 
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Submitted April 9, 1914. Decided May 11, 1914. of the considerations which led to its withdrawal, are given —_ 


For many years defendants maintained at Baltimore, Md., a in the case first cited, hereinafter referred to as the 
store-door pick-up and delivery service which, except as to i . at grea 
certain specified articles, embraced the first three classes Washington case. to adiu 
of freight from defined eastern and New England territory ; to adj 
September 1, 1913, this service was withdrawn without The chief ground of the present complaint as to the 
change in the transportation rates, and the generally pre- - a ora Ee” ae 
vailing method of station delivery has since obtained. rates for the first three classes is based on the elimination or secc 
Complainant alleges that because of the discontinuance of of store-door delivery. It is alleged that the withdrawal rt 
store-door delivery, and for other reasons, the class rates i : P of more 
between the points referred to and Baltimore are unreason- amounted substantially to an increase in the rates, and transpa 
able, unjustly discriminatory and unduly prejudicial. hi h I d + . ient ustify such it 
Reparation is asked from September 1, 1913. Upon the facts that the burden is upon respondents to justify such in Sto 
of record, Held: . . ¢ 27 ariff<s hav -hanged. In 
, : 2 : : se. The es in the tariffs have not been changed, but inns 
1. That defendants were warranted in the discontinuance of 5 ari rat = , fi A 6 freight 
store-door delivery. as was observed in the Washington Case, the amount of house 
2. That the allegations of the complainant in other respects are Se ... . one aia : a f " 
not sustained. Complaint dismissed. service given is less; and it is as much an increase ol tinuane 
rate to give less service for the same amount as to charge @ onjarce 
a greater amount for the same service. Following th« from ti 
principle of that case, we hold that to the extent of 


reasonable cost of store-door delivery, the burden is 


John B. Daish and A. C. Trippe for complainant. 

William Ainsworth Parker for Baltimore & Ohio Rail- 
road Co. 

Henry Wolf Biklé for Pennsylvania Railroad Co. and 
allied lines. 
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the eonsequent increase of cost to the shipper. As to the monthe 


Report of the Commission. . 
last three classes, and as to the articles excepted fron congest: 


DANIELS, Commissioner: 

The complaint in this proceeding, filed Sept. 8, 1913, 
assails as unreasonable, unjustly discriminatory, and un- 
duly prejudicial the rates charged by respondents for the The record shows that store-door delivery at Balt door sel 


the first three classes, the burden of proof is upon con the hea: 
plainant. marked 


transportation of the several classes of freight between more was first inaugurated in 1867 by the old Philadelphia the new 
defined eastern and New England territory and Baltimore, Wilmington & Baltimore Railroad. When that road became and the 
Md. Complainant is an incorporated association whose @ Part of the Pennsylvania system in 1881 the deliver régime 
membership is composed of merchants and manufacturers ‘SeTvice was taken over and continued. In 1886, when th freight, 
of the City of Baltimore. The distances in miles between Baltimore & Ohio completed its Philadelphia and \ev arrival 
Baltimore and some of the more important of the points York extensions, store-door delivery was begun by tha’ carriers 
involved, with the present class rates in cents per 100 line. Certain water lines reaching Baltimore estab! -d The 
pounds, are shown in the following table: at a date not disclosed of record, a similar service establisk 
Prom Raitimore For a number of years the Pennsylvania and ied claimed 
to— Miles ; f ; lines paid to the Baltimore Transfer Co. for the deliver) adjustme 

as. nasi ae : 3S service 5 cents per 100 pounds first class, 4.5 cents 5 support 
Philadephia : 34 2: 3 15 2 ond class, and 4 cents third class. The average « re letter fil 
; for all three classes was about 4.5 cents per 100 pounss ber of ( 

For many years freight of the first three classes, with From 1907 until the withdrawal of the service addition@! then frei 
certain specified exceptions, from the originating points amounts were paid per week or per month for expense | letter re 
in question, was given store-door pick-up and delivery serv- clerk hire and station or platform work in connection bearing 1 
ice at Baltimore, within certain prescribed limits. On Sept. with the service. For the Baltimore & Ohio, deliver) 
1, 1918, this store-door pick-up and delivery was with- performed by the Blue Line Transfer Co., at a c 
drawn by the carriers. The immediate cause of withdrawal that road of about 4 cents per 100 pounds. The ex 
was the decision by this Commission in the case of Wash- for clerk hire and station or platform work is now 
ington, D. C., Store-door Delivery, 27 I. C. C., 347 [The by the carriers. It was testified at the hearing tha‘ the adding to 
Traffic World, July 5, 1913, p. 13], to the effect that a sim- additional expense for clerk hire alone amounts to anal fo 
ilar service at Washington could not be withdrawn without $2,500 per month to the Pennsylvania lines. There 4re "Othe wa 
causing undue discrimination so long as the same kind also additional expenses for labor in handling the f: a 
of service was continued at Baltimore. In order to effect at the stations to make it accessible to consignees, t hin re 
the withdrawa] at Washington the service was withdrawn delivery agencies employed by them. Increased term”! es to J 
at Baltimore also. facilities are likewise made necessary by the changed 00 1 bi 
The matter of store-door delivery at Washington had __ ditions. ™_ 
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it was said that the question of discontinuing store- 

delivery had been a matter of concern to the carriers 

. number of years owing to increased expenses in con- 

on with it, insistent agitation for its extension to other 

mmunities, and increasing necessity for standardization 
ractices; but that the need of adequate station facili- 
and the perfecting of plans for their construction, 
‘pled with the force of inertia, had delayed effective 

m until the carriers, by order of this Commission in the 
Washington Case, were forbidden to discontinue the serv- 
ice at Washington so long as they maintained it at Bal- 
timore. 

Complainant’s contention is in effect that the with- 
drawal of the service should have been accompanied by 
a reduction of the transportation rates to the extent of its 
cost to the carriers. Respondents say that the service was 
originally instituted and afterwards continued because of 
the lack of adequate freight station facilities, and was 
never intended to be permanent; that they are compelled 
at great expense to enlarge their freight stations’ in order 
to adjust themselves to the new conditions; that the serv- 
ice as originally accorded involved delivery on the first 
or second floor instead of on all floors of high buildings 
of more recent date; and that there was no increase in the 
transportation rates to cover the cost of the service. 

Store-door delivery enabled the carriers to handle 
freight so delivered with a minimum of station or ware- 
house storage facilities; and undoubtedly the discon- 
tinuance of the service has made it necessary for them to 
enlarge their terminal facilities in this respect. We gather 
from the record that they are now engaged in work to 
this end. There has been congestion at the terminals, and 
it was for a time of a serious nature, but these conditions 
have undergone material change for the better in recent 
months. It was testified that as to some of the stations, 
congestion and resulting delays were less at the time of 
the hearing than for years. Delays in delivery were most 
marked immediately after the discontinuance of the store- 
door service; but as shippers have become accustomed to 
the new methods, congestion has become less noticeable 
and the situation has greatly improved. Under the former 
régime consignees were not given notice of arrival of 
freight, but when the practice was discontinued, notice of 
arrival had to be given, and additional expense to the 
carriers for such notification was thereby required. 


There is some contention that store-door delivery was 
established to meet competition by water lines, and it is 
claimed that the cost of the service was included in the 
adjustment of the rates as to the first three classes. To 
support the contention, complainant relies chiefly upon a 
letter filed of record addressed to the Philadelphia Cham- 
ber of Commerce under date of April 14, 1910, by the 
then freight traffic manager of the Pennsylvania lines. This 
letter related to a large number of matters. The portion 
bearing upon this question is as follows: 


, He delivery of first, second and third class merchandise 
raffic to store door in Baltimore. 
is condition has existed for some thirty-odd years, it 
= been in effect when we took over the old Philadelphia, 
ngton & Baltimore R. R., and in looking into the matter 
years ago we discovered that the rates were adjusted by 
to the then railroad rates to Baltimore rates per 100 
s for cartage, which rates were furnished by responsible 
fer companies in Baltimore: this being necessary owing 
water lines making delivery. This free delivery covers 

ted territory. 
change this would bring about a reduction only 
rates to Baltimore, and would not in any way affect 
elphia or any other city; in fact, to reduce the published 
© Baltimore to the extent of the allowance for cartage 
' time would, in our judgment, seriously interfere with 
! business conditions at Philadelphia and at other cities, 
reason that competitive business conditions have long 
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since adjusted themselves to this basis of rates, which, as 


stated, is of long standing. 


Several other matters of record are to be considered 
in connection with this letter: In the first place, in 1873 
rates were issued by the Pennsylvania road for four 
classes. only. Between New York and Baltimore the rates 
were on a basis of 50 cents first class, 40 cents second 
class, 30 cents third class, and 20 cents fourth class. That 
scale was continued until 1887, when the rates were pub- 
lished in six classes on the basis of 34 cents first class to 
12 cents sixth class. This scale has been in effect ever 
since April 1, 1887, except for a period of about one month 
in the latter part of 1888. Even though it were conceded 
that store-door delivery was established: in 1867 under an 
adjustment whereby the cost of the service was added to 
the transportation rates, as appears to have been the in- 
formation or opinion of the writer of the letter, and that 
the situation was the same under the adjustment of 1873, 
it would not follow that such was the case with respect 
to the present adjustment, especially in view of the fact 
that the earlier rates were greatly reduced as to the first, 
second, and third classes by the adjustment which went 
into effect in 1887, and has continued in effect ever since. 
The evidence does not show that under the new adjust- 
ment there was or has been any hump in the rate structure 
for the first three classes to offset the cost of the delivery 
service. It is important to observe that the reductions in 
the earlier rates were 16 cents first class, 11 cents second 
class, and 7 cents third class, whereas for the fourth class, 
as to which store-door delivery did not apply, the re- 
duction was 2 cents. This would seem to indicate that 
even though the cost of the delivery service may have been 
included in the earlier rate adjustment it was not included 
in the adjustment of 1887. 

The relation between the present rates for the first 
three classes and those for the last three does not indicate 
any hump in the rate-structure as to the first three classes. 
This view is strengthened by a consideration of the inter- 
class relation of rates to Baltimore from points whose 
traffic was not accorded store-door delivery, some of which 
are given in the following table: 


From Baltimore 
to— Miles. 1 : 6 
ee. “cacevteenss 398 39 ‘ 13 
Pittsburgh, Pa. : 37 : 12 
Tyrone, Pa. : 36 11 
Williamsport, 35 30 : 12 
Cumberland, Md. 36 11 


It is to be observed that the spread between the rates 
for the third and fourth classes from Buffalo, Pittsburgh, 
Tyrone, and Cumberland, is in each case 9 cents, and from 
Williamsport 6 cents, whereas the spread between the rates 
for the same classes from Boston and Providence is 8 
cents, from New York 5 cents, and from Philadelphia 6 
cents. It is also noticeable that the ratio of first class 
to sixth class is approximately one to three; there is no 
noticeable departure from this ratio in the rates between 
the various points of origin (New York and New England) 
and Baltimore. The comparisons do not support the theory 
that the cost of the delivery service was provided for in 
the rates here involved. Their evidential effect is plainly 
against such a theory. 

On the whole, the record rather unconvincingly indi- 
cates that the service was first inaugurated and afterwards 
maintained as a means of relief to the carriers because of 
inadequate terminal facilities, But the origin is of minor 
import. The evidence is somewhat stronger that the cost, 
at least since 1888, has not been included in the trans- 
portation rates any more than would ordinarily be true 





acaneeeent 


1146 THE TRAFFIC WORLD 


of outlays for the construction and maintenance of ade- 
quately equipped freight stations and warehouses. 

Moreover, to hold that the existing rates on the com- 
modities to which store-door delivery applied are, by its 
discontinuance, rendered unreasonable to the extent of the 
cost of the service, would necessarily develop a relative 
inequality of rates as to the articles excepted from the first 
three classes, as well as to the commodities embraced in 
the last three classes, to be followed by confusion and dis- 
order in the general class adjustment which has been in 
effect, substantially as it exists to-day, for more than 25 
years. If the rates on the commodities formerly covered 
by store-door delivery were reduced to the extent of the 
cost of that service, what would be the measure of re- 
duction as to the excepted articles, or as to the com- 
modities embraced in the classes to which the service did 
not apply? The record furnishes no basis for a satisfactory 
answer to this question. 


It is to be borne in mind in this connection that the 
service related only to the first three classes moving from 
a restricted territory of origin, and that even from these 
many articles were excepted: and also that the privilege 
accorded did not extend to any store outside the district 
prescribed by the carriers. 


It is incumbent upon carriers to provide adequate sta- 
tion and warehouse facilities for the expeditious handling 
and delivery of freight transported by them. While the 
congestion at Baltimore incident to the discontinuance of 
the former delivery service, and the substitution therefor 
of the customary method of station delivery, has been in 
considerable measure relieved by increased facilities at 
some of the stations, and a better understanding by shippers 
of the new methods of delivery, it is apparent from the 
record that the present service is not as efficient as it 
should be. It is the plain duty of the carriers to further 
improve their terminals at Baltimore so as to enable them 
under the new methods of delivery to comply with all rea- 
sonable demands of existing traffic conditions. If this is 
not promptly done the matter should be brought to our 
attention in another proceeding to the end that proper and 
complete relief may be afforded. 

In the Washington Case, we observed that the store- 
door service at both Baltimore and Washington presented 
features which in the absence of further explanation ap- 
peared to be grossly discriminatory. The present record 
leaves no doubt on this subject. The service was accorded 
only within restricted limits in each city, and was never 
accorded to any other city by the respondent carriers, nor 
to freight from points other than those in the restricted 
territory hereinbefore referred to. Buffalo, N. Y., Cleve- 
land, Ohio, Pittsburgh and Harrisburg, Pa., and other im- 
portant cities, all in commercial competition with Baltimore 
and Washington, were not only never given such delivery 
service, but the privilege was denied to traffic from those 
cities to Baltimore and Washington, although in direct 
competition with traffic from Philadelphia, New York and 
New England. The discontinuance of the service has had 
the effect to place Baltimore and Washington on the same 
relative basis with other large cities served by respondents, 
and its tendency is toward a standardization of the prac- 
tices relating to traffic delivery. A reduction of the rates 
for the first three classes, as here contended for, would 
tend to re-establish the same discrimination we condemned 
in the Washington Case. The situation eliminated by the 
cessation of store-door delivery well exemplifies the self- 
perpetuating power of discrimination. Whether originally 
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there was a hump in the rate structure on the first three 
classes of freight which made clear the reason for this 
exceptional practice need not here concern us. The orig. 
inal arrangement was soon forgotten. Shippers very nat- 
urally felt entitled to what became customary. The carriers 
if they realized the discriminatory character which was 
apparent when new rate schedules had replaced the origina] 
schedules, lacked the courage to incur the displeasure of 
patrons. The eventual result has been that when this 
pocket of discrimination is cut out, irritation is felt, which 
while unavoidable, ought not to prevent the elimination of 
a special privilege of many years standing. To remedy 
a situation like this, inevitably causes some hardship: but 
to refuse to remedy it would be to perpetuate unjust dis. 
crimination. 

Complainant further contends that the rates are un- 
reasonable aside from the question of store-door delivery 
This phase of the issue embraces both the first three and 
the last three classes. Complainant relies chiefly upon com. 
parisons with class rates between various other points i! 
north Atlantic seaboard territory. The rates under attack 
and some of those referred to by way of comparison, as in 
effect about the time this complaint was filed, are shown 
in the following tables, in cents per 100 pounds: 


I, Miles. 1 2 3 4 5 
Boston-Baltimore ...... 406 2 37 32 24 20 
Providence-Baltimore 379 2 37 32 2 20 7 
Portland-Baltimore .... 510 42 37 32 2 20 7 
Portland-Philadelphia .. 413 40 34 26 20.5 17 
Portland-Wilmington .. 439 40 35 27.56 20.5 17 
Portiand-Trenton ...... 379 40 34 26 0.5 17 
Portland-New York ... 318 40 34 26 0.5 17 
New York-Richmond ... 342 37 32 26 23 17 14 
Trenton-Richmond ..... 286 37 32 26 23 17 14 
Philadelphia-Richmond . 252 37 32 26 23 17 { 
Wilmington-Richmond .. 227 37 32 26 23 17 4 
Boston-Philadelphia .... 310 35 30 25 20 17 
Albany-Wilmington .... 258 35 30 25 18 15 
Albany-Philadelphia .... 232 35 30 25 18 15 
Albany-Trenton ........ 198 35 30 25 18 15 

II. 

New York-Baltimore ... 188 34 29 23 18 15 ° 
Trenton-Baltimore ..... 130 34 29 23 17 15 2 
Boston-New York ...... 214 34 29 21 19 16 
Providence-Albany ..... 200 30 27 22 15 14 
Albany-Boston ......... 201 30 27 22 15 14 
Portland-Providence ... 171 30 27 23 17 15 
Wilmington-Norfolk .... 228 30 25 21 18 14 

IIT. 

Philadelphia-Baltimore.. 95 23 20 18 12 1 
New York-Philadelphia.. 91 22 18 15 12 1 
Wilmington-Baltimore .. 71 22 20 17 11 10 
New York-Wilmington.. 116 28 23 19 14 12 
Richmond-Norfolk ...... 105 26 22 18 16 13 
Fredericksb’rg-Baltimore 94 26 22 18 16 13 


Many other rates have been filed of record, but those 
given in the tables are fairly representative. It is found 
from an analysis of the tables that as to the points stated 
the scale of 42 to 17 cents covers an average distance 0 
about 431 miles; that the scale of 40 to 15 cents covers 4! 
average distance of about 387 miles; that the scale of 37 
to 14 cents covers an average distance of about 276 miles; 
and that the scale of 35 to 15 or 13 cents covers an aver 
age distance of about 249 miles. 

The New York-Baltimore scale of 34 to 12 or 14 cents 
covers an average distance of about 177 miles, and the 
scale of 30 to 13 or 11 cents covers an average distance 
of about 200 miles. ° 

The Philadelphia-Baltimore scale of 23 to 9 cents, for 
a distance of 95 miles, is compared with other scales of *- 
to 9 cents, 23 to 9.5 cents, 26 to 10 cents, and 28 to 1.5 
cents for distances ranging from 71 to 116 miles. 


Between Wilmington and Baltimore, a distance of 7 
miles, the rates are substantially the same as bei wee! 
Philadelphia and Baltimore, Between New York and Phil- 
adelphia, a distance of 91 miles, the rates are slightly 
lower than between Philadelphia and Baltimore as | the 
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i three classes, the same as to the fourth class, and 
lightly higher as to the last two classes. 

More extensive comparisons could be shown from com- 

nant’s exhibits, but it is not believed that additional 

oht would be furnished thereby. It is proper to state that 
tariffs effective April 1, 1914, the rates between Albany 

Boston were increased to a scale of 35 to 12 cents, and 

ise between Portland and Providence to a scale of 35 to 
cents. There have been numerous other recent in- 
creases of a similar nature. 

The comparisons relied on do not prove that the rates 
in question are unreasonable. While some of the rates in 
the tables may appear on their face to be out of line with 
other rates for substantially similar distances, it is to be 
borne in mind that different transportation conditions ob- 
tain and varying degrees of water competition prevail in 
different parts of the territory_covered by the comparisons. 
To what extent these diversified and varying conditions 
influenced or controlled the rates referred to by way of 
comparison does not appear. The manner and circum- 
stances under which the general rate structure was formed 
are not shown by the record. 

The evidence does not show that the present rates have 
operated to the relative disadvantage of Baltimore. It 
does not appear that any competing community has ob- 
tained, or is likely to obtain, any commercial advantage 
over the business interests of that city. We accordingly 
find and determine that the charge of unjust discirimination 
and undue prejudice predicated on the comparison of rate- 
structures is without substantial support in the record. 

The rates under examination are group rates, and they 
have been in effect without material change for nearly 27 
years. During this long period there was no complaint 
from Baltimore shippers, so far as we are informed, prior 
to the present proceéding, which followed immediately 
the discontinuance of the store-door delivery service. 

Upon consideration of all the facts of record, we hoid 
that the defendants are warranted in their discontinuance 
of the free store-door delivery service, and that in other 
respects the rates complained of are not shown to be un- 
reasonable, unjustly discriminatory, or unduly prejudicial. 
It follows that the complaint must be dismissed, and it 
will be so ordered. 


ORDER. 
It is ordered, That the complaint in this proceeding be, 
and it is hereby, dismissed. 


ROUTE THROUGH GETTYSBURG 


CASE NO. 6028 (30 I. C. C., 396-402) 
MERCHANTS’ & MANUFACTURERS’ ASSOCIATION VS. 
CENTRAL RAILROAD CO. OF NEW JERSEY ET AL. 


Submitted April 9, 1914. Decided May 11, 1914. 

Prayer for through route and joint rates from Jersey City 
ind New.York to Baltimore, over a circuitous route through 
Gettysburg, Pa., denied in view of the existing routes with 

, ,Joint rates by more direct lines. 

«. Class rates for the transportation of freight from Brills, 
N. J., and Philadelphia, Pa., to Baltimore, through Gettys- 
burg, not found to be unreasonable or unjustly discrimina- 
tory. Complaint dismissed. 

John B. Daish and A. C. Trippe for complainant. 
Arthur W. Rinke for Central Railroad Co. of New 

Jersey. 

Wm. L. Kinter for Philadelphia & Reading Railway 

Co. 


Wm. A. Parker for Staten Island Rapid Transit Rail- 
Way Co. 
Thos. G. Smiley for Western Maryland Railway Co. 
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Report of the Commission. 
HARLAN, Chairman: 

The complainant is an incorporated association with 
a membership composed of merchants and manufacturers 
of Baltimore. It demands that the Central Railroad Co. 
of New Jersey and certain other carriers shall establish 
a through route and joint rates for the transportation of 
freight from Jersey City and New York to Baltimore, 
by way of Allentown and Gettysburg, in the state of 
Pennsylvania. It alleges that the defendants have neg- 
lected to establish such through route and joint rates in 
disregard of the obligations in that respect imposed by 
the Act to regulate commerce. It alleges also that the 
joint class rates to Baltimore maintained by the defend- 
ants from Philadelphia and from Brills, a point in the 
State of New Jersey just west of Jersey City, are un- 
reasonable and unjustly discriminatory; and the Com- 
mission is asked to establish just, reasonable and non- 
discriminatory class rates between those points. 

From 1895 to 1905 a through route between New York 
and Baltimore, with joint rates applicable thereto, sub- 
stantially as now asked to be established, was maintained 
by certain of the defendants as follows: New York-Allen- 
town, 90 miles, over the Central Railroad of New Jersey; 
Allentown-Harrisburg, 90 miles, over the Philadelphia & 
Reading Railway; Harrisburg-Gettysburg, 46 miles, over 
the Gettysburg & Harrisburg Railway; and Gettysburg- 
Baltimore, 71 miles, over the Western Maryland Railway; 
a total distance of 297 miles. 

For the greater part of the time since 1898 there 
have been in effect through routes by direct lines, with 
joint rates applicable thereto, between New York and 
Jersey City on the one hand and Baltimore on the other. 
Through routes and joint rates are now in effect over 
the following lines: (1) Philadelphia, Baltimore & Wash- 
ington Railroad, Baltimore-Philadelphia; and Pennsylvania 
Railroad, Philadelphia-Jersey City and New York; (2) 
Baltimore & Ohio Railroad, Baltimore-Philadelphia; Phila- 
delphia & Reading Railway, Philadelphia-Bound Brook, N. 
J.; Central Railroad of New Jersey, Bound Brook-Cranford, 
N. J.; and Staten Island Rapid Transit Railway, in con- 
nection with Baltimore & Ohio float service, Cranford- 
New York; (3) Baltimore & Ohio Railroad, Baltimore- 
Philadelphia; Philadelphia & Reading Railway, Phila- 
delphia-Bound Brook; and Central Railroad of New Jer- 
sey, Bound Brook-New York; (4) Baltimore & Ohio Rail- 
road, Baltimore-Philadelphia; Philadelphia & Reading 
Railway, Philadelphia-Manville, N. J.; and Lehigh Valley 
Railroad, Manville-New York; and (5) Baltimore & Ohio 
Railroad, Baltimore-Wilmington, Del.; Philadelphia, Balti- 
more & Washington Railroad, Wilmington-Philadelphia; 
and Pennsylvania Railroad, Philadelphia-Jersey City. 

These routes vary but slightly in length, and average 
about 188 miles; the lines over which an additional route 
is sought are circuitous and the distance is about 110 
miles greater. Moreover, the proposed route is not one 
over which through traffic would be likely to move in any 
great volume under normal conditions. Generally speak- 
ing it would require at least a day longer to move freight. 
under joint rates from New York to Baltimore over such 
a route than by the direct lines. 

The annexed diagram shows the lines of the existing 
routes, and also the lines of the proposed route through 
Allentown and Gettysburg. It is to be observed that the 
Central Railroad of New Jersey, the principal respondent, 
gets much shorter hauls under the routes to which it is 
already a party than the haul it would get under the pro- 
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posed route if established; and if it had not joined in 
routes and rates over the direct lines, a question might 
have arisen whether it could be compelled to do so. The 
statute declares that the Commission shall not require any 
carrier without its consent to embrace in a through route 
substantially less than the entire length of its line be- 
tween the termini of such route, unless to embrace the 
entire length of its line would make such route “unrea- 
sonably long” as compared with some other practicable 
through route. But the Central of New Jersey, by vol- 
untarily joining in two direct routes, has embraced very 
much less than the entire length of its line between New 
York and Baltimore; and in its answer to the complaint, 
it explains that the reason it does not publish joint rates 
through Allentown and Gettysburg is because the public 
interests would not be subserved by such a route. It 
avers that shippers are best served by joint rates over the 
direct lines; and it denies that there is any public demand 
for the additional route demanded by the complainant. 
Most of the other defendants refer to and adopt the an- 
swer of the Central of New Jersey. 

The Western Maryland has filed no answer. A witness 
for that company testified that when the lines through 
Gettysburg were operated as a through route with joint 
rates it was customary to give second or third morning 
delivery on New York traffic at Baltimore, and the same 
delivery on Philadelphia traffic. He said he knew of no 
good reason why the old route and joint rates should not 
be re-established. The direct lines ordinarily make de- 
livery of New York traffic at Baltimore on the first morn- 
ing after shipment. 

The complainant’s contention for an additional through 
route and joint rates is based chiefly upon an alleged 
lack of facilities for handling package freight through the 
stations of the Baltimore & Ohio and Pennsylvania lines 
at Baltimore. It is insisted that if the proposed route and 
joint rates were established the stations of the Western 
Maryland at Baltimore would be brought into service and 
additional terminal facilities would thus be provided. 
There is nothing of record to show, however, that any con- 
siderable volume of freight that now moves over the direct 
lines would be diverted to such circuitous route. 

The complainant’s evidence is to the effect that for 
three or four months following Sept. 1, 1913, there was 
some congestion of traffic at the Baltimore & Ohio and 
Pennsylvania terminals in Baltimore. It seems, however, 
that the probable cause of this congestion was the with- 
drawal by those lines on the date named of the so-called 
store-door delivery service which had therefore been main- 
tained by them for many years, and which embraced, with 
a few exceptions, the first three classes of freight. Balti- 
more merchants, within certain prescribed limits, had be- 
come accustomed to have their package freight delivered 
at their store doors; and the sudden withdrawal of the 
service naturally produced confusion and resulted in de- 
lays which for a few months were of a serious nature. 
The situation had greatly improved, however, at the time 
of the hearing of this case, though it was said that de- 
.liveries were not yet as promptly made as under the 
former service. As the merchants are becoming accus- 
tomed to the changed conditions, congestion is less marked 
and delays are less frequent; and there is nothing in the 
record seriously to suggest that the congestion may not 
be entirely eliminated within a reasonable time under 
improved terminal facilities and proper warehousing rules. 
There is no reason why congestion or confusion should 
result from deliveries, at adequately equipped stations or 
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warehouses, to drays belonging to or employed by 
merchants, any more than from deliveries to drays 
ployed by the railroads. 

Whether future congestion would be prevented b: 
additional route and joint rates over circuitous line 
entirely conjectural. Several witnesses for the comp):i 
ant expressed the view that the situation would be ji 
proved; but the sole basis of that view was that 
the new route the terminals of the Western Maryland 
would be made available for handling freight. It was 
said that under the former through route and joint rates 
the Western Maryland for a time carried daily about 50,000 
pounds of package freight westbound, and from 20,000 to 
30,000 pounds eastbound; but this was at the time of the 
great Baltimore fire of 1904 when the terminals of the 
other roads were in disorder. From the evidence of record 
we are not convinced that an additional route with joint 
rates over the circuitous lines would insure the handling 
of any considerable volume of freight through the Western 
Maryland terminals at Baltimore. 

There is a through-car service for merchandise freight 
from New York to Baltimore over one or more of the 
direct routes, and the cars move in through trains. It is 
not seriously contended that such a service could be suc 
cessfully maintained through Gettysburg, nor does the 
record suggest that there would be sufficient traffic to 
justify an effort to that end. 

It was testified by the traffic manager of the com- 
plainant that this proceeding is the outgrowth of the 
discontinuance of the store-door delivery. He stated that 
in the investigation of that matter it was discovered that 
a former route through Gettysburg had been closed to 
traffic from New York, and it was then decided to ask 
that such route be re-established. It does not appear that 
there was any congestion of traffic at the stations in 
Baltimore prior to Sept. 1, 1913, or that Baltimore mer- 
chants were subjected to inconvenience by the closing 
of the Gettysburg route in 1905. 

The Baltimore & Ohio and Pennsylvania roads are 
responsible for the condition of their terminals at Balti: 
more, and if their terminals are not sufficient to insure 
the prompt delivery of traffic they should be made so. It 
is not contended that the service under the existing 
through routes and joint rates is otherwise inefficient 

It is well settled that even though through routes and 
joint rates may exist between two points, this Commission 
has the authority to establish additional routes and to 
prescribe just and reasonable joint rates to be applied 
thereto. But the grant of this authority contemplates the 
exercise of judgment upon the facts disclosed. The right 
and duty rest with the Commission to establish or decline 
to establish additional routes and joint rates as the cil- 
cumstances and conditions may in its judgment appear 
to require. Flour City S. S. Co. v. L. V. R. R. Co., 241. 
C. C., 179, 185 [The Traffic World, July 6, 1912, p. 4]: 
Wichita Falls System Joint Coal Rate case, 26 I. C. C.. 215 
[The Traffic World, March 8, 1913, P. 579]; Waverly Oil 
Works Co. v. P. R. R. Co., 28 I. C. G., 621, 629-630; Track 
ers Transfer Co. v. C. & W. C. Ry Co., 27 I. C. C., 275 
277 [The Traffic World, June 28, 1913, p. 1392]; and 
similar cases. 


Upon the evidence of record, considered in the 
of the cited cases, the question is whether the pub! 
terests require a through route with joint rates be! 
New York and Baltimore, over the circuitous lines ref: 
to, in addition to the several existing through routes 
the direct lines. In our judgment this question mus 
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wered in the negative. The prayer of the complaint 
this respect must be denied. 
There remains for consideration the allegation that 
class rates from Brills and Philadelphia to Baltimore 
ugh Gettysburg are unreasonable and unjustly dis- 
minatory. For the several classes these rates are, in 
ents per 100 pounds, as follows: 
From Brills to Baltimore— 

2 

2 
From Philadelphia to Baltimore— 


al 


22 18 13.5 11.5 10 

From Brills the rates are the same as the rates from 
New York by the direct lines, and these rates are not 
attacked in this proceeding. The New York rates, to- 
gether with rates from other eastern points, were in- 
volved in Merchants’ & Mfrs.’ Asso. v. B. & O. R. R. Co., 
ante, page 388. In that case the pleadings and record 
afforded a broad and comprehensive view of the general 
rate situation, and we held that the rates from New York 
to Baltimore were not shown to be unreasonable or un- 
justly discriminatory. We find nothing in the present 
record to justify a different conclusion as to the rates 
from Brills to Baltimore over the circuitous lines. 

The class rates between Philadelphia and Baltimore 
through Gettysburg are somewhat higher than the class 
rates over the direct lines, but they are not shown to be 
higher than rates generally in effect for similar distances 
in other parts of the same territory. On the contrary, 
they are in some instances lower than the class raies 
maintained by respondents for similar distances to interior 
points unaffected by water competition. The distance by 
the direct lines is 95 miles, whereas the distance through 
Gettysburg is 229 miles. The record presents no good 
reason why the circuitous lines should be required, against 
their consent, to establish and maintain the same rates 
as the direct lines. The evidence does not show the ex- 
isting rates to be unreasonable, or that their effect is to 
subject the complainant’s members to unjust dis- 
crimination. 

It follows from our findings that the complaint must 
be dismissed, and it will be so ordered. 


ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


RATES ON PRINT PAPER 


CASE NO. 5777 (SUB-NO. 1) 
LAKE SUPERIOR PAPER CO, LIMITED, VS. DULUTH, 
SOUTH SHORE & ATLANTIC RAILWAY CO. ET AL. 


CASE NO. 5777 (SUB-NO. 1) (30 LC. C., 403-414) 
SAME VS. MINNEAPOLIS, ST. PAUL & SAULT STE. 
MARIE RAILWAY CO. ET AL. 


Submitted Oct. 24, 1913. Decided May 11, 1914. 


omplainant alleges that the rates on news print paper in 
carloads from the Soo, Ont., to destinations in Michigan, 
Ohio, Pennsylvania, Indiana, Illinois and Missouri are un- 
just, unreasonable and unjustly discriminatory; comparisons 
ire made with rates from points in Wisconsin, Minnesota, 
New York, New Hampshire, Maine, Quebec and Ontario; 
Held: That the rates from the Soo to the Ohio, Pennsyl- 
vania and Michigan destinations named in the complaint 
are unjust, unreasonable and unjustly discriminatory in so 
far as they exceed those at present prevailing from the 
Fox River group in Wisconsin; and that the rates to the 
lllinois destinations and to St. Louis are unreasonable in 
So far as they exceed by more than 5 cents the rates at 
_ present in effect from the Fox River group. 

‘he rates from the Soo to Indiana destinations are not out 
_of harmony with those from the Wisconsin groups. 

‘Oo reparation awarded except as to shipments from the Soo 
fo Chicago, upon which a charge in excess of 16c per 100 
pounds was collected. 
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J. B. Daish for complainant. 

W. D. Hurlbut, Francis B. James and E. E. William- 
son for Wisconsin Pulp & Paper Manufacturers. 

A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. 

W. C. Rowley for Michigan Central Railroad Co. 

O. W. Dynes, J. N. Davis and J. G. Love for Chicago, 
Milwaukee & St. Paul Railway Co. 

J. H. Campbell and J. B. Howard for Grand Rapids 
& Indiana Railway Co.; Vandalia Railroad Co.; Pennsyl- 
vania Railroad Co.; Pennsylvania Co.; Pittsburgh, Cincin- 
nati, Chicago & St. Louis Railway Co., and Monogahela 
Railroad Co. 

Cc. C. Wright and R. H. Widdicombe for Chicago & 
Northwestern Railway Co. and Chicago, St. Paul, Minne- 
apolis & Omaha Railway Co. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

R. V. Fletcher and A. P. Humburg for Illinois Central 
Railway Co. 

W. F. Dickinson and W. T. Hughes for Chicago, Rock 
Island & Pacific Railway Co. 

D. P. Connell for New York Central lines. 

Report of the Commission. 
MEYER, Commissioner: 

These cases involve the rates on news print paper 
in carloads from Sault Ste. Marie, Ont. (hereinafter re- 
ferred to as the Soo), to 45 destinations, 13 of which are 
in Michigan, 15 in Ohio, 1 in Pennsylvania, 12 in Indiana, 
3 in Illinois, and 1 in Missouri. The first case involves 
the rates to points in Michigan, Ohio, Pennsylvania and 
Indiana, and the second to points in Illinois and Missouri. 
In both cases the complaint is brought by the Lake §Su- 
perior Paper Co., which is engaged in the manufacture 
and sale of news print paper at the Soo. It is alleged 
that the existing rates on news print paper in carloads 
from the Soo to the destinations named are unjust, un- 
reasonable, unjustly discriminatory and unduly preferen- 
tial in violation of the first three sections of the Act to 
regulate commerce. The Wisconsin Pulp & Paper Manu- 
facturers appear as interveners and join with the car- 
riers in defending the existing rate relationship between 
their mills and complainant’s mills. 

The Soo is located on the Canadian side of the St. 
Marys River, which flows from Lake Superior into Lake 
Huron, It is served by the Canadian Pacific Railroad, 
which connects at the Soo, Mich., with the Duluth, South 
Shore & Atlantic and with the Minneapolis, St. Paul & 
Sault Ste. Marie. The rates involved in the first case, 
namely, to destinations in Michigan, Pennsylvania, Ohio 
and Indiana, are published by the Duluth, South Shore 
& Atlantic Railroad, and apply via the route of that 
carrier and its connections from the Soo through the upper 
peninsula of Michigan across the Straits of Mackinac, 
and thence via the carriers in Central Freight Association 
territory. The rates involved in the second case to IIli- 
nois destinations and to St. Louis apply .via the Duluth, 
South Shore & Atlantic or the Minneapolis, St. Paul & 
Sault Ste. Marie and their western trunk line connections 
through the upper peninsula of Michigan and through 
Wisconsin into Illinois. The rates to Michigan, Ohio and 
Indiana do not apply via the western trunk lines oper- 
ating through Wisconsin, and the rates to Illinois and to 
St. Louis do not apply via the Straits of Mackinac and 
the Central Freight Association carriers. 

In Rates on News Print Paper From Sault Ste. Marie, 
Ont., 26 I. C. C., 13 [The Traffic World, Feb. 8, 1913, p. 
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357], we had under consideration substantially the same 
rates as are attacked in the present proceeding. These 
rates were published by the carriers serving the Soo soon 
after the complainant began manufacturing print paper 
in July, 1912. Upon complainant’s protest, we suspended 
them, pending our investigation as to their reasonable- 
ness. To some of the Michigan points and to a few 
points in Ohio the rates now sought are lower, while to 
some destinations in Indiana they are a little higher than 
those asked for in the former proceeding. To all other 
destinations they are the same. On page 18 of the opin- 
ion in the case above referred to, we held: 

Upon consideration of all the facts before us in this pro- 
ceeding, we are of the opinion that the protestant has failed 
to show that the rates assailed by it are unreasonable or un- 
justly discriminatory. We are further of the opinion that the 
respondents have justified the propriety of the rates proposed 


by the suspended scnedules. An order will therefore be entered 
to vacate and set aside our orders of suspension. 


This holding would seem to have settled the question 
of the reasonableness and justice of the rates which the 
carriers established. The instant cases, however, arise 
from the failure of the complainant and defendants to 
agree upon the action to be taken in compliance with 
our suggestion that the Soo, Ont., and Petoskey, Cheboy- 
gan and the Soo, Mich., might properly be grouped for 
rate-making purposes. ~On page 19 of the above-cited opin- 
ion we sald: 

tear It is undoubtedly true that in publishing rates on 
news print paper trom other producing regions the ‘carriers 
have very generally followed the principle that whenever the 
distance betweer certain points constitutes a relatively small 
percentage of the distance between any of those points and the 


ultimate market, such originating points should be grouped for 
rate-making purposes, 


At the hearing none of the representatives of the carriers 
offered any valid reason why a group composed of the Soo, 
Ont., the Soo, Mich., and Petoskey and Cheboygan, Mich., should 
not be formed and a definite basis of rates made applicable 
therefrom. The general freight agent of the Minneapolis, St. 
Paul & Sault Ste. Marie Ry. stated that ordinarily these four 
points would be placed in the same group. The agent of the 
Western Trunk lines testified that he knew of no objection to 
placing the Soo and Cheboygan under a group similar to groups 
established elsewhere, while counsel for interveners expressed 
the opinion that the Soo, Ont.; Petoskey and Cheboygan prop- 
erly should be grouped. 

We believe that the formation of the four points named into 
a single group and applying proper rates therefrom will largely 
obviate the difficulties and the seeming inconsistencies dwelt 
upon by the protestants with respect to the rates on news print 
paper from such points. 


At the hearing in the present case it developed that 
no print paper is manufactured at Petoskey or at the Soo, 
Mich. Complainant contends, however, that the Soo, Ont., 
should be grouped with Cheboygan in making rates to all 
of the points named in the two complaints. A comparison 
of the rates which complainant asks us to establish from 
the proposed Sault Ste. Marie-Cheboygan group with those 
at present in effect from Cheboygan shows that to 23 
destinations they are the same, having the effect of pull- 
ing the rates from the Soo down to the Cheboygan basis, 
and to 16 destinations they are slightly higher than the 
present rates from Cheboygan. To all but three destina- 
tions the rates prayed for are from 1 to 3 cents per 100 
pounds lower than the rates now in effect from the Soo. 
The complainant, however, does not confine its case to 
an argument for the establishment of a group comprising 
the Soo and Cheboygan. It is stated that should there 
be any difficulties in grouping Cheboygan with the Soo, 
the rates which complainant wishes to have established 
from the latter point can be justified on the basis of the 
geographical location of complainant’s mill alone. Rep- 
aration is asked upon shipments which moved since July 
1, 1912. From this it will be seen that the present cases 
cover all of the questions which were presented in Rates 
on News Print Paper From Sault Ste. Marie, Ont., supra, 
with the additional question of the establishment of the 
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rates prayed for by complainant from the proposed Sault 
Ste. Marie-Cheboygan group. 

In support of the contention that it would be proper 
to group the Soo with Cheboygan in making rates to tlie 
destinations herein involved, complainant states that, with 
the exception of the Soo, it has been the universal prac- 
tice in making rates on paper to group both the points 
of origin and the points of destinations. The principal 
competitors of the complainant in the manufacture of news 
print paper are located in the so-called eastern district, 
which includes the states of New York, New Hampshire 
and Maine, and the provinces of Quebec and Ontario, and 
in the western district, which includes Wisconsin and 
Minnesota. The mills in the eastern district are, for 
rate-making purposes, divided into four groups, and those 
in the western district into three groups. In some in- 
stances mills 170 miles apart are grouped, and complain- 
ant argues that since the Soo is but 115 miles beyond 
Cheboygan, the proposed grouping would be reasonable. 

It is stated that in the sale of news print paper com- 
petition is keen, and that the freight rate is a factor of 
vital importance. Witnesses who appeared in complain- 
ant’s behalf testified that from 70 to 75 per cent of the 
news print paper which is used in the states of Ohio, 
Michigan, Indiana and Illinois comes from the eastern 
district, indicating that complainant’s competition is 
strongest with the eastern mills. The daily production 
of news print paper of the mills in the four groups of 
the eastern district was said to be approximately 3,200 
tons; that of the mills in the western district over 500 
tons, and of complainant’s mill 200 tons. That of the 
mill at Cheboygan was given as 65 tons. 

It is argued in complainant’s behalf that the present 
rates on news print paper from the Soo do not properly 
recognize its geographical location. The complainant 
filed elaborate exhibits showing distances and rates per 
100 pounds and per ton-mile from the groups in the east- 
ern and western districts and the distances and rates 
now in effect and those proposed by complainant from 
the Soo, and also the average distances and rates which 
complainant suggests from the proposed Sault Ste. Marie- 
Cheboygan group. 

These comparisons are summarized in the table be 
low: 


AV. Av 

rate ton- 

Av. per mile 
dis- 100 reve- 
tance Ibs., nue, 


miles. cents. mills 
To Bay City, Grand Rapids, Lansing, Owosso, 
Jackson, Battle Creek, Kalamazoo, Flint, 
Port Huron and Detroit, Mich., from— 
Sault Ste. Marie (the Soo), Ont.; present 


.-«% ob aeaen etek she bd ond ihteachusinanuts aa 344 15.1 8.8 
Sault Ste. Marie (the Soo), Ont.; rates 

I TIN Ce Sri iy one & 6 Re cath ab cali Kau 344 12.9 7.5 
Proposed Sault Ste. Marie-Cheboygan 

| BS era eee 297 12.9 8.7 
A.” ME: b>.0:0-6.5 5 « dainnseulie vremmhe'a dee 251 9.9 3.2 
Berlin, N. H., Brunswick, Chisholm, Lisbon 

Falls and Rumford Falls, Me............ - 913 17.5 3.8 
Grand Mere, Schawinigan, Crabtree Mills 

and Windsor Mills, Que. ...........-..0e. 743 18 4.9 
RS ie Red outa des cémie's oak 569 17.9 6.3 


Glens Falls, Chateaugay, Norfolk, Corinth, 

Carthage, Fort Edward and other north- 

BOE: 6 nn dc busin aeons 06 slp onic 613 16.6 5.4 
Merrill, Stevens Point, Grand Rapids, Port 

Edwards, Menasha, Combined Locks, 


EE thee eri hdl Meh ctiges vain 4 skied ke th adwx 346 14.7 
Ladysmith, Eau Claire, Park Falls, Rhine- 
, -R  WEN «ng co.cc sn Gudienteews 445 16.7 6 


To Toledo, Cleveland, Akron, Canton, Colum- 
bus, Springfield, Dayton, Cincinnati, 
Portsmouth, Marietta and Youngstown, 
Ohio, and Pittsburg, Pa., from— 

Sault Ste. Marie (the Soo), Ont.; present 


COD . xen ann ina Gees 6u6e ¢0 0a2 ihe dad 0 Ken 572 7.7 
Sault Ste. Marie (the Soo), Ont.; rates 

FE a ee ee ere 572 15.7 
Proposed Saulte Ste. Marie-Cheboygan 

Yo eS Oe ee 522 15.7 
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Cheboygan, Mich 

Berlin, N. H., Brunswick, Chisholm, Lisbon 
Falls, and Rumford Falls, Me 917 

Grand Mere, Schawini , Crabtree Mills 
and Windsor Mills, 837 

Ottawa, Ont. 677 

Glens Falls, Chateaugay, Norfolk, Corinth, 
Carthage, Fort Edward and other north- 
ern New York mills 607 

Merrill, Stevens Point, Grand Rapids, Port 

Edwards, Menasha, Combined Locks, 
Wis. 
adysmith, Eau Claire, Park Falls, Rhine- 
lander, Niagara, Wis. 
South Bend, Elkhart, Fort Wayne, Lo- 
gansport, Kokomo, Muncie, Anderson, In- 
dianapolis, Richmond, Jeffersonville, Vin- 
cennes and Evansville, Ind., from— 

Sault Ste. Marie (the Soo), Ont.; present 
rates 

Sault Ste. (the Soo), Ont.; 
asked for 

Proposed Ste. 
group; rates asked for 

Cheboygan, Mich. 

Berlin, N. H., Brunswick, Chisholm, Lisbon 
Falls and Rumford Falls, Me ,0 

Grand Mere, Schawinigan, Crabtree Mills 
and Windsor Mills, Que 9 

Ottawa, Ont. 

Glens Falls, Chateaugay, Norfolk, Corinth, 
Carthage, Fort Edward and other north- 
ern New York mills 

Merrill, Stevens Point, Grand Rapids, Port 
Edwards, Menasha, Combined Locks, 
Wis. 

Ladysmith, Eau Claire, Park Falls, Rhine- 
ee ee” Rs ee ees ee 

To Chicago, Peoria. Springfield and Cairo, 
Ill., and St. Louis, Mo., from— 

Sault Ste. Marie (the Soo), Ont.; 
rates 

Sault Marie (the Soo), Ont.; 
asked for 

Proposed Ste. 
group; rates asked for 

Cheboygan, Mich. 

Berlin, N. H., Brunswick. Chisholm, Lisbon 


Marie rates 


present 


rates 


Falls and Rumford Falls, Me »20 
Crabtree —, ai 


Grand Mere, Schawinigan, 
and Windsor Mills, Que 
Ottawa, Ont. 
Glens Falls, Chateaugay. Norfolk, Corinth, 
Carthage, Fort Edward and other north- 
ern New York mills 
Merrill, Stevens Point, Grand Rapids. Port 
Fdwards, Menasha, Combined Locks, “ 
Wis. 6 ». ‘. 
Ladvsmith. Eau Claire, Park Falls, Rhine- 
lander, Niagara, Wis. 2 6.6 


The following generalizations, while illustrated by 
the averages shown in the table above, are also based 
upon the more comprehensive comparisons contained in 
complainant’s exhibits. The distances from the Soo to 
the several destinations involved are in every instance 
much less than from any of the mills in the eastern dis- 
trict. To Michigan and Ohio destinations the distances 
from the Soo are less, while to Indiana and Illinois des- 
tinations they are greater than the average distances 
from the nearest Wisconsin group. Although the distances 
from the eastern mills to Ohio destinations, including 
Pittsburgh, Pa., are greater than those from the Soo, the 
rates are almost uniformly less. The rates from the Soo 
to Michigan, Indiana and Illinois destinations, the latter 
including St. Louis, Mo., are in no instance higher, and 
in almost every instance less, than the rates from the 
eastern groups. When, however, we consider how much 
greater are the distances to the destinations In Michigan, 
Indiana and Illinois from the eastern mills than from 
the Soo, it becomes evident that the rates from the east 
are low as compared with those from the Soo. This is 
also indicated by the comparatively low revenue per ton- 
mile which the rates from the eastern mills yield. 

Coming now to the comparison of the rates from the 
Soo with those from the Wisconsin mills, it is shown 
that although the average distance from the nearest Wis- 
consin group to Ohio destinations {!s 11 mfles greater 
than that from the Soo, the average rate is 1.7 cents less 
Per 100 pounds. The Wisconsin group just referred to 
Is called the Fox River group and the more distant one 
Is called the Wisconsin River group. To destinations tn 
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Michigan there is comparatively little difference in the 
average distance and the average rate from the Soo 
and from the Fox River group. To Indiana destinations 
the distances and the rates from the Wisconsin River 
group are about the same as from the Soo, while the 
distances and rates from the Fox River group are less. 
To Illinois destinations and St. Louis the distances and 
rates from both Wisconsin groups are considerably less 
than from the Soo. 

It is argued in complainant’s behalf that these com- 
parisons of rates from the Soo with rates from points in 
the eastern and western districts show that the existing 
rates from the Soo are unjust, unreasonable and discrim- 
inatory. Regarding the reasonableness of the rates, it is 
urged that news print is a desirable article for trans- 
portation; that although the minimum weight is 30,000 
pounds, the average loading approximates 50,000 pounds 
per car; that it does not require any particular equip- 
ment or special speed in its movement; that the amount 
of. claims for loss and damage is negligible, and that the 
daily movement from the mills is regular and uniform. 

The complainant calls particular attention to the rate 
from the Soo to Chicago, which, before September, 1913, 
was 13 cents per 100 pounds, via Mackinaw City and the 
lines operating east of Lake Michigan. At present no 
joint rate is published via this route. Defendants allege 
that the 13-cent rate was published by mistake. Com- 
plainant states that the present rate to Chicago via the 
carriers west of Lake Michigan is 21% cents per 100 
pounds, based upon the combination of the charges for 
switching to the Soo, Mich., plus the rate of 20 cents 
per 100 pounds beyond, as published by the Minneapolis, 
St. Paul & Sault Ste. Marie Railway. At the hearing, 
however, attention was called to the rate of 16 cents per 
100 pounds which applies from the Soo to Chicago, via 
the lines west of Lake Michigan. and is published by 
the Duluth, South Shore & Atlantic Railroad. The car- 
riers are willing to refund any payments made by com- 
plainant in excess of the 16-cent rate. 

As the arguments advanced for the intervener were 
to the same effect as those advanced for the defendants, 
their contentions will be considered together. 

It is argued that the Soo should not be grouped with 
Cheboygan for the purpose of maikng rates on news print 
paper to the points in Central Freight Association and 
western trunk line territories which are herein involved. 
By referring to the testimony in the original case, Rates 
on News Print Paper From Sault Ste. Marie, Ont., supra, 
which, by stipulation, was made a part of the record in 
the present case, it will be seen that the reference to 
the proposed grouping was “with respect to western mar- 
kets” and entirely apart from any consideration of the 
existing rates from Cheboygan. It is stated by the car- 
riers operating east of Lake Michigan that this clearly 
shows that the Commission did not intend to suggest a 
grouping of the Soo with Cheboygan in rates to points 
in Central Freight Association territory. Carriers west 
of Lake Michigan argued that our suggestion could only 
have been made with reference to markets in the far West 
and not to Illinois destinations and St. Louis. 

The following items are given as representing addi- 
tional costs to the carriers for the transportation of news 
print paper from the Soo to points in Central Freight 
Association above the costs incurred in the movement 
from Cheboygan to the same points. 

(1). The switching charge of the Algoma Central & 
Hudson Bay Railway of 1 cent per 100 pounds for the 
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movement from complainant’s plant to the interchange 
with the Canadian Pacific Railway. (2) The Switching 
charge of $2.50 per car, or one-half cent per 100 pounds 
on cars loaded with 50,000 pounds for the movement over 
the bridge between the Soo and St. Mary’s Transfer, Mich. 
(3) The cost of the haul of 90 miles from St. Mary’s, 
Mich., to St. Ignace, Mich. (4) The cost of ferrying across 
the Straits of Mackinac from St. Ignace to Mackinaw, 
Mich. (5) The cost of hauling the cars from Mackinaw 
to Cheboygan, a distance of 16 miles. 

The route from complainant’s mill to Cheboygan is 
over the lines of five different carriers. It is stated 
that while the distance between the Soo and Cheboygan 
does not appear to be great when compared with the 
distance between the points in other groups taking the 
same rates, the cost of transporting a carload of paper 
from the Soo to a point in Central Freight Association 
.erritory is much greater than the cost of transporting a 
similar shipment from Cheboygan, and it is argued that, 
therefore, the rates from the Soo should be higher than 
those from Cheboygan. It is further stated that the 
capacity of the mill at Cheboygan is but 65 tons per day; 
that the record does not indicate that complainant has 
ever felt the competition of that mill, and that, therefore, 
there is no commercial necessity for grouping these two 
points. It is added that in the case of the Wisconsin 
groups and the groups in the eastern district there are no 
peculiar transportation difficulties which apply to some 
points in these groups and not to others. 


With regard to the movement to the [llinois points 
and to St. Louis, it is stated that Cheboygan and the Soo 
should not be grouped for the reason that the lines initial 
at the Soo are not the initial lines at Cheboygan, and be- 
cause shipments of news print paper from the Soo move 
via the carriers west of Lake Michigan, through the upper 
peninsula of Michigan and western trunk line territory, 
while shipments from Cheboygan move via the carriers 
east of Lake Michigan through the southern peninsula 
of Michigan and through Central Freight Association ter- 
ritory. A movement from Cheboygan via the Straits of 
Mackinac and the western carriers, it is stated, would 
entail much greater costs than the present movement via 
the carriers in Central Freight Association territory. 

Regarding the reasonableness of the present rates on 
news print paper from the Soo, it is argued that com- 
plainant’s contentions are based in the main upon com- 
parisons of these rates with rates from the eastern mills. 
Defendants contend these comparisons are not proper in 
that the rates from-the eastern mills are highly com- 
petitive and have been forced down to their present low 
level by the differential lines, the Grand Trunk and its 
connections. Defendants further state that in this case 
they do not in any manner control the rates from the 
eastern mills. 

It is also stated that even if the same carriers initi- 
ated the shipments at the eastern mills and at the Soo, 
a comparison of the rates from the Soo with those from 
the east would disclose no unjust discrimination or undue 
preference because of the dissimilarity of the circum- 
stances and conditions surrounding the transportation 
from the two districts to the points herein involved. 
Upon this point much testimony was introduced by the 
intervener. It appears that during the year ending June 
30, 1912, the density of traffic of the lines which serve 
the Soo and extend through the southern peninsula of 
Michigan was much less than that of the lines which 
serve the eastern mills and of those which serve the 
Wisconsin mills. For the purpose of showing the greater 
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cost of the movement from the Soo as compared with the 
movement from the eastern mills, the intervener intro- 
duced elaborate exhibits giving comparisons of the aver- 
age expense, rate and receipts per revenue ton-mile, and 
the average expense and revenue per freight-train-mile 
for the roads serving the eastern mills to the destinations 
involved and those serving the Soo. 

Attention is called to our opinion in the former pro 
ceeding, where, on page 17, after referring to the com- 
parison which complainant makes between the rates from 
the Soo and the rates from the eastern groups, we said: 


Such a showing, however, is not in itself proof that the 
proposed rates are unreasonable or unjustly discriminatory. 
The carriers responsible for the adjustment from the eastern 
producing points were not before the Commission in this pro- 
ceeding and the record contains no evidence showing the cir- 
cumstances and conditions surrounding the transportation from 
such points. 

It is submitted by the intervener and the carriers 
that complainant has in the instant case offered no addi 
tional evidence which would justify a reduction in the 
present rates. 

With regard to the reasonableness of the present 
rates from the Soo via the lines west of Lake Michigan 
to Illinois destinations and to St. Louis, it is contended 
that the present adjustment of 6 cents over the rates 
from the Fox River group is correct. The following con- 
parison of distances and rates from the Fox River group 
and from the Soo to Illinois destinations and to St. Louis 
was made by the intervener: 

Rate 
Dis- per 100 
tance, pounds, 


miles. cents 
To Chicago, UL, from— 








i. ce, ME, GM ow octane. codtcte bamraetnediios 478 16 
UR TEPPER GG 56 mice a dkes sc ticsdseethkeoteee 234 lf 
IOS i. hho oe cca Oin ds ie dckeatszetetetaees 243 ; 

To Bloomington, Ill., from— 
Se Seek MnO, “OU: sna dk iic an kode s cokadés a wast 610 22 
PE ED ons. pe chess ib.van hi autawe uh bee 368 16 
OE ini Fits id cts amie ae deen resins 242 6 


To Decatur, Ill... from— 


RS RO. ee ee ee 656 
Pe: ee CD 6 bh 5 ba oes abs Gi Nd 0 Foe RES Cag 6 E3 413 
DE diitandverstdes beck heedecssbbbdswateue 243 6 
To St. Louis. Mo., from— 
oe Sy” SS a ee oe 767 
Fox River group ..... éeRés peta htes tatéara se 518 
PNG? 5-5) 6 idbid ons co 603 Set eseei eae See "249 


It is argued that if 10 cents per 100 pounds on news 
print paper is a just and reasonable rate from the Fox 
River group to Chicago for an average distance of 234 
miles, by comparison a 16-cent rate on news print paper 
in carloads is a just and reasonable rate from the Soo 
to Chicago, the distance from the Soo to Chicago being 
483 miles as against a distance of 234 miles from the Fox 
River group to Chicago. A like argument is made with 
regard to the other points named in the table above. 
Attention is also called to our decision in the former pro- 
ceeding, where we approved a rate of 6 cents above the 
Fox River basis from the Soo to the Missouri River 
and it is argued that since this is a reasonable differen(ial 
to the Missouri River it must of necessity be reasonable 
differential to Chicago and to the Illinois points in con 
troversy. 

A careful consideration of the testimony and are 
ments presented by both sides leads to the conclusion 
that to some of the destinations involved a reduction 
should be made from the Soo, while to others the present 
rates would seem to be upon a correct basis. In com- 
paring the rates from the eastern mills with those from 
the Soo due allowance should be made for differen °s 
in the conditions and circumstances surrounding ‘'° 
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transportation. It would appear, however, that the rates 
from the Wisconsin mills can properly be used as a basis 
yr comparison. The average unweighted distance from 
the Fox River group to the typical Ohio destinations shown 
n complainant’s exhibits is 583 miles, and the average rate 
\6 cents per 100 pounds, which would yield a per-ton-mile 
evenue of 5.5 mills. This rate permits competition from 
he Fox River group mills upon approximately a rate 
equality with the eastern mills. The average rate from 
the Berlin, N. H., group to Ohio destinations is given as 
15.5 cents per 100 pounds, from the Grand Mere, Que., 
group 16.6 cents, from Ottawa, Ont., 16.3 cents, and from 
the Glen Falls, N. Y., group 15.1 cents. The average 
distance from the Soo to the Ohio destinations is given 
as 572 miles, and the average rate as 17.7 cents per 100 
pounds, which will yield a per-ton-mile revenue of 6.2 
mills. The rates prevailing from the Soo do not permit 
competition at Ohio points upon a basis of rate equality 
with the eastern mills or with the Fox River group of 
mills in Wisconsin. It is our opinion that the rates from 
the Soo to the Ohio destinations are unjust, unreasonable 
and discriminatory in so far as they exceed those at 
present prevailing from the Fox River group. 

To most of the Michigan destinations the rates from 
the Soo are the same as those from Fox River mills. 
To a few Michigan destinations the rates from the Soo 
are 1 cent higher than those from the Fox River mills. 
We believe that these rates should also be reduced to 
the Fox River basis. The average distance to Michigan 
destinations is given by complainant as 344 miles, and the 
average rate 15.1 cents per 100 pounds, which yields a 
per-ton-mile revenue of 8.9 mills; the average distance 
from the Fox River group is given as 346 miles, and the 
average rate 14.7 cents per 100 pounds, which yields a 
per-ton-mile revenue of 8.5 mills. 

To Indiana destinations the Soo has been placed 
upon a basis of rate equality with the Wisconsin River 
group. The average distance from the Soo to Indiana 
destinations is given as 541 miles, and the average rate 
16.3 cents per 100 pounds, yielding a per-ton-mile revenue 
of 6.1 mills. The average distance from the Wisconsin 
River group is given as 529 miles, the rate 16.3 cents 
per 100 pounds, and the per-ton-mile revenue 6.3 mills. 
The rates from the Soo and the Wisconsin River mills 
are almost uniformly 2 cents higher than those from 
the Fox River group, from which the average distance 
to Indiana points is 425 miles, the average rate 14.3 cents 
per 100 pounds, yielding a per-ton-mile revenue of 7.3 
mills. In our opinion the rates from the Soo to Indiana 
destinations are not out of harmony with those from the 
Wisconsin groups. The rates from the Soo and both Wis- 
consin groups are lower than those from the eastern mills. 

With respect to rates from the Soo to destinations 
in Illinois and to St. Louis, we find that those at present 
in effect are unjust, unreasonable and discriminatory in 
so far as they exceed by more than 5 cents the rates 
at present in effect from the Fox River group. The 
rates to Chicago as shown in the table below can be taken 
as typical of the rate relationship between the Soo and 
points in Wisconsin and Minnesota: 


Distance, Rate, 
miles, cents. 
To Chicago, Ill., from— 

Sawle ee ees CONG occ et esses teeves ee heswes 475 16 
Pigke ID | ta Pao dds'ss wv al onrece Se en4uac dbo 243 10 
Wisconsin SNE Ns 5. spe gab Wah ohne Pee 6 0 332 12 
LC SEES. Lt pp whens 5 oad deey <(d bw 4 cake 591 15 
CTR: Fine 50 y 8 hcd-04. 0 0454 0 FHNE G20 o0's CaMES 531 15 
Ge) DR, 5 ob occ. 0.0 ccldeweibache cane 642 15 
International Falls, Minn. .......---scssccsecssces 729 16 


It will be observed that the average distance from 
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the Wisconsin River group to Chicago is 89 miles in 
excess of the average distance from the Fox River group, 
and that the rate is 2 cents per 100 pounds higher. The 
distance to Chicago from Little Falls, Minn., is 258 miles 
in excess of the distance from the Fox River group, from 
Cloquet, Minn., 288 miles, and from Grand Rapids, Minn., 
399 miles in excess of the average distance from the Fox 
River group. The rates to Chicago, however, from these 
three points are only 5 cents over those from the Fox 
River group, while the rate from the Soo, for a distance 
232 miles in excess of the average distance from the Fox 
River group, is 6 cents over the rate from the Fox 
River group. 

In Rates on News Print Paper From Sault Ste. Marie, 
supra, we had under consideration, besides the rates in- 
volved in the present proceeding, rates from the Soo to 
Missouri River points. These rates as proposed in the 
tariff under suspension in that proceeding were 6 cents 
over the rates in effect from the Fox River group, and 
were in each instance, with the exception of the rate 
to Omaha, Neb., reductions from the rates formerly in 
effect. The rates which the protestant sought to have 
established from the Soo to these western points were 
1% cents over the rates from the Fox River group. We 
held that the evidence presented failed to sustain the 
protestant’s plea for lower rates to western points than 
those proposed by the respondent. In view of the fact, 
however, that in the present proceeding we have found 
a differential not exceeding 5 cents to be reasonable in 
the rates from the Soo over those from the Fox River 
group to Illinois destinations and to St. Louis, we sug- 
gest that the differential should not exceed 4 cents per 
100 pounds in rates to the more distant Missouri River 
points. 

An order will be entered requiring the defendants to 
revise their rates from the Soo, Ont., in accordance. with 
these determinations. No reparation will be awarded 
with the exception that defendants will be expected to 
refund all payments made by the complainant in excess 
of 16 cents per 100 pounds upon shipments of news print 
paper which moved from the Soo to Chicago since July 
1, 1912. 





ORDERS. 
No. 5777. 

It is ordered, That the above-named defendants, ac- 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to cease and desist, 
on or before Aug. 1, 1914, and for a period of not less 
than two years thereafter to abstain, from charging, 
demanding, collecting or receiving for the transportation 
of news print paper in carloads from Sault Ste. Marie, 
Ontario, Canada, to Bay City, Saginaw, Grand Rapids, 
Owosso, Lansing, Jackson, Battle Creek, Kalamazoo, 
Niles, Flint, Port Huron, Detroit and Adrian, in the state 
of Michigan; Defiance Findlay, Fostoria, Lima, Sandusky, 
Cleveland, Akron, Canton, Marietta, Columbus, Chilli- 
cothe Portsmouth, Springfield, Dayton and Cincinnati, in 
the state of Ohio; and Pittsburgh, in the state of Penn- 
sylvania, any rates in excess of those contemporaneously 
in effect over their lines for the transportation of news 
print paper in carloads from what is known as the Fox 
River group in Wisconsin to said destinations. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be, and they are 
hereby, notified and required to establish, on or before 
Aug. 1, 1914, upon notice to the Interstate Commerce 
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Commission and to the general public by not less than 
30 days’ filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said Aug. 1, 1914, 
to maintain and apply to the transportation of news 
print paper in carloads from Sault Ste. Marie, Ontario, 
Canada, to the points of destination in Michigan, Ohio 
and Pennsylvania named in the next preceding paragraph 
hereof rates which shall not exceed those contempora- 
neously in effect over their lines for the transportation 
of news print paper in carloads from the said Fox River 
group in Wisconsin to said destinations. 


No. 5777 (Sub-No. 1). 


It is ordered, That the above-named defendants, ac- 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to cease and de- 
sist, on or before Aug. 1, 1914, and for a period of not 
less than two years thereafter to abstain, from charging, 
demanding, collecting or receiving for the transportation 
of news print paper in carloads from Sault Ste. Marie, 
Ontario, Canada, to Chicago, Bloomington and Decatur, 
in the state of Illinois, and St. Louis, in the state of 
Missouri, any rates which exceed by more than 5 cents 
per 100 pounds the rates contemporaneously in effect over 
their lines for the transportation of news print paper in 
carloads from what is known as the Fox River group in 
Wisconsin to said destinations. 


It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Aug. 1, 1914, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said Aug. 1, 1914, 
to maintain and apply to the transportation of news print 
paper in carloads from Sault Ste. Marie, Ontario, Canada, 
to the points of destination in Illinois and Missouri named 
in the. next preceding paragraph hereof rates which shall 
not exceed by more than 5 cents per 100 pounds the 
rates contemporaneously in effect over their lines for 
the transportation of news print paper in carloads from 
the said Fox River group in Wisconsin to said destinations. 


COKE RATE REASONABLE 


CASE NO. 3218 (30 1. C. C., 415-425) 


WICKWIRE STEEI, CO. ET AL. VS. NEW YORK CEN- 
TRAL & HUDSON RIVER RAILROAD CO. ET AL. 


Submitted Jan. 9, 1914. Decided May 5, 1914. 


1. No reason has been shown why the Commission should de- 
part from its original finding in Wickwire Steel Co. vs. 
N. Y. C. & H. R. R. R. Co., 27 I. C. C., 168, that the rate 
of $1.85 per ton for the transportation of coke from the 
Connelisville region to Buffalo, N. Y., is a reasonable one. 

2. An issue of discrimination in the sense of preference and 
prejudice under Section 3 of the act can be considered in 
a proceeding relating to a rate increased since Jan. 1, 1910. 
While in the case of the increased rate the issue as to 
whether it is just and reasonable is one unavoidably a part 
of the case, it is not necessarily the sole issue. The fact 
that the increased rate eliminates a discrimination should 
be given some weight in determining its propriety. 

3. The Commission in its original decision did not base its con- 
clusion on evidence introduced in the other coke cases, but 
merely used the rates found in the other cases to be 
reasonable as a measure of the reasonableness of the rate 
in the Wickwire case. Such a reference to the conclusions 
in other cases is entirely proper. 


Robert C. Palmer for Wickwire Steel Co. 

Robert F. Schelling for Buffalo Union Furnace Co. 
Daniel J. Kenefick for Tonawanda Iron & Steel Co. 
George P. Keating for New York State Steel Co. 
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Louis L. Babcock and John Henry Hammond for Lack- 
awanna Steel Co. 

William A. Glasgow, Jr., for complainants. 

George Stuart Patterson, O. E. Butterfield, William 
Ainsworth Parker and Harris, Havens, Beach & Harris for 
defendants. 


Report of the Commission Upon Rehearing. 
MEYER, Commissioner: 

This proceeding is a reopening of a case decided by 
the Commission on May 29, 1913, Wickwire Steel Co. vs 
lv. ¥. C. & H. R. R. R. Co., 27 I. C. C., 168, which con- 
cerned the rate on coke from the Connellsville region to 
the blast furnaces and steel mills in and about the city 
of Buffalo, N. Y. 

Prior to April 1, 1910, the rate from the Connellsville 
region to Buffalo was $1.65 per ton. On that date the 
rate was increased to $1.85. The complainants filed a 
complaint attacking the increased rate as unjust and un 
reasonable in and of itself, and also on the ground that 
in comparison with the rates enjoyed by complainants’ 
competitors, located in the Pittsburgh and Gary districts 
and eastern Pennsylvania, it was unjustly discriminatory. 
Complainants also appealed to the courts for an injunction 
restraining the defendants from putting the increased rate 
into effect, but this proceeding was unsuccessful. After 
the amendment to the Act to regulate commerce, effective 
June 18, 1910, they applied to the Commission to suspend 
the rate, but this petition was denied on the ground that 
the rate had already gone into effect. The case then 
proceeded on the petition above described. 

The hearings in the original case were held at Buf- 
falo, N. Y., on Oct. 24, 1910, and April 10, 1911. It was 
argued Nov. 2, 1911. Before the Commission could dispose 
of the issues presented a number of complaints involving 
the rates on coke from the Connellsville region to Buffalo 
and various other coke consuming points were filed. * These 
cases were Docket No. 3854, Coke Producers’ Assn. vs 
B & O. R. R. Co., 27 I. C. C., 125 [The Traffic World, 
June 21, 1913, p. 1306]; No. 4650, Pittsburgh Steel Co 
vs. L.S. & M.S. R. R. Co., 27 I. C. C., 173 [The Traffic World, 
June 21, 1913, p. 1325]; No. 4607, Youngstown Sheet & 
Tube Co. vs. P. & L. E. R. R. Co., 27 I. C. C., 165 [The 
Traffic World, June 21, 1913, p. 1322]: No. 4449, Wisconsin 
Steel Co. vs. P. & L. E. R. R. Co,, 27 I. C. C., 152 [The 
Traffic World, June 21, 1913, p. 1317]; No. 4449 (Sub- No 
1), Same vs. Pennsylvania R. R. Co., 27 Ib., 152, and No. 
4449 (sub-No. 2), Inland Steel Co. vs. P. & L. E. R. R. Co., 
27 Ib., 152. 

Hearings were held in these cases as follows: . No 
3854, at Washington, D. C., Dec. 18-21, 1911, March 18-2! 
1912, April 30-May 3, 1912, May 27-30, 1912: No. 4650, at 
Washington, April 22-24, 1912, May 20-22, 1912, and No. 
18, 1912; No. 4607, at Washington, May 27-28, 1912, Jun 
4-6, 1912, and at New York City, on June 29, 1912; No 
4449 (Sub-No. 2), Inland Steel Co. vs. P. & L. E. R. R. Co 
1911, and March 18-21, 1912. 

Arguments were had on the following dates: No 
4650, March 15, 1913; No. 4607, Nov. 25, 1912; No. 4449 and 
Sub-Nos. 1 and 2, Nov. 25, 1912, and No. 3854, on Nov 
25, 1912. 

While the latter group of cases was pending, counse! 
for complainants in the Wickwire case was advised tha' 
the Commission was delaying action in that case becaus: 
of its connection with these other rate cases. It appeared 
to the Commission that if it should establish the rates 
on coke from Connellsville to Buffalo in advance of 4 
decision in the other coke cases it would virtually decide 
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the latter, because the rate from Connellsville to Buffalo 
; one rate in a system of related rates. It did not ap- 
ear wise and just to the Commission to permit the indi- 
vidual Connellsville-Buffalo rate practically to determine 
Jl the related rates. When counsel for complainants was 
idvised of this situation, he expressed the desire that his 
case be determined without reference to the other cases, 
n the view that the method of procedure contempated by 
the Commission might deprive his clients of the kind of 
iearing which is guaranteed under the act. It may be 
noted in this connection that although it would seem 
that complainants had full knowledge of the other coke 
rate eases and of their relation to the Buffalo case, no 
effort was made by them at any time formally to intervene 
or in any other manner to participate in the proceedings. 

The Commission considered the related coke cases 
with the greatest care in all their details, and as a result 
the rate of $1.85 to Buffalo was declared not to be un- 
reasonable. 

Following the decisions in these cases counsel for 
complainants in the Wickwire case petitioned for a re- 
hearing. This petition specified a number of alleged 
errors in the Commission’s decision of May 29 and asked 
that the case be reopened for further evidence or for a 
rehearing. As shown by the petition filed, apparently com- 
plainants desired to submit evidence as to the effect of 
the increased rate of $1.85 upon the pig iron industry at 
Buffalo, as to the cost of manufacture as compared with 
their competitors, and as to the opportunity of remaining 
in markets which they had hitherto been able to reach 
in competition with other pig iron producers; and, sec- 
ondly evidence in rebuttal of the Commission’s conclusion 
that the rate of $1.85 was a proper one in relation to the 
other rates from the Connellsville region. Feeling that 
the Commission should have the benefit of whatever criti- 
cism, additional testimony, and argument the counsel in 
the Wickwire case might offer with reference to its de- 
cision, the petition for rehearing was granted. 


The case was set for rehearing at. Buffalo on Nov. 
19, 1913, before a member of the Commission. Some time 
prior to the date of the hearing, however, counsel for 
complainants advised the Commission that he and his 
associates had examined the record in the case, and that 
they had come to the conclusion that there was no evi- 
dence which they desired to offer at the proposed hearing, 
and consequently desired to have the Wickwire case re- 
assigned for argument without further testimony, and for 
the filing of briefs. This course was assented to by coun- 
sel for defendants and the Commission, and the case was 
eventually reargued on Jan. 9, 1914. 


It appeared from the briefs and the arguments that 
complainants’ counsel had decided, first, that the sug- 
gested evidence as to the cost of production was not 
relevant, and that in general they felt content to have 
the question whether the carriers had sustained the burden 
of proof determined, so far as the evidence was concerned, 
upon the original record. Complainants’ present position 
is in short that there was no proof in.the original pro- 
ceeding upon which a decision in favor of the carriers 
could be sustained; that the proof offered by the defend- 
ants did not sustain the burden imposed upon them by 
the amendment of 1910 of justifying the increased rate, 
and that the Commission in deciding that the increase of 
the rate was justified went outside of the record in viola- 
tion of the complainants’ rights. 

That portion of the Commission’s report to which 
complainants’ allegations of error are now __ principally 
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directed 
follows: 


is the concluding paragraph, which reads as 


The adjustment made by the carriers tends to lessen the 
discrimination against eastern Pennsylvania furnaces. Fur- 
thermore, the rate to Buffalo is one rate in a large rate 
structure which embraces the great industrial territory in the 
United States. We cannot, in fairness to other localities, 
isolate this rate and ignore all others. It yields a revenue of 
5.44 mills per ton per mile. This is somewhat higher per ton 
per mile than the rate to Chicago, for instance, but consid- 
erably lower per ton per mile than the rate to numerous other 
points. The rate of $1.85 fits into the coke?rate map as recon- 
structed by us in a group of cases, of which this is one, and 
all of which must be considered together. We have given most 
careful consideration to all the aspects of the question before 
us, and we are constrained to hold that the rate under attack 
is not unreasonable. The complaint must be dismissed. 


The decision, it will be observed, rests on two grounds 
which in general are of the same nature, namely, a com- 
parison of rates; that is, a comparison of the rate in 
controversy, the Buffalo rate of $1.85, first, with the rates 
from the Connellsville region to the eastern Pennsylvania 
furnaces, and, secondly, with the rates to other coke 
consuming points which use Connellsville coke. Com- 
plainants admit, as a general proposition, that rates may 
properly be judged by comparison with other rates, but 
contend that the comparisons in the present case were 
improper for reasons which now will be discussed. 


It was stated in the decision that in comparing the 
controverted rate with the rate to eastern Pennsyivania 
furnaces the adjustment made by the carriers in establish- 
ing the $1.85 rate tended to lessen the discrimination 
against eastern Pennsylvania furnaces that existed under 
the old rate structure. Earlier in the report reference 
was made to testimony for the defendants that the rate 
was advanced from $1.65 to $1.85 because the $1.65 rate 
for the haul to Buffalo compared with the rates from the 
Connelisville region to various eastern Pennsylvania fur- 
naces had seemed to be unreasonably low and had con- 
sequently led to a vigorous protest from the Eastern Pig 
Iron Association; and that it was to meet this protest 
and to put the rate to Buffalo on the same relative basis 
that the increase had been made, the allegation being, 
however, that, even with the increase, the Buffalo rate 
was still on a substantially lower basis than the other 
rates mentioned. 


Complainants now contend that such evidence offered 
by the carriers could not justify the increase, and, more- 
over, that such an issue, discrimination, was one which 
could not and should not have been considered in such 
a proceeding as the Wickwire case. They take the same 
position regarding the Commission’s consideration of the 
relation of the Buffalo rate to the other coke rates, de- 
scribing this as an effort, improper in such a proceeding, 
to adjust the differentials between the various consuming 
points. The following discussion will haye reference prin- 
cipally to the objection that the issue of discrimination 
cannot be considered. 


While pointing out that the rate in this case was 
not actually suspended, their protest having been made 
after it had become effective, complainants argue that the 
case is in principle the same as one under section 15 of 
the act, relating to a suspended schedule proposing an 
increase of rates, and that as the rate was increased sub- 
sequent to Jan. 1, 1910, the burden of proof is upon the 
carriers. There can be no difference of opinion regarding 
this proposition as to the burden of proof. Complainants 
argue further that in such a proceeding the act itself 
fixes the issue, and that this issue is solely whether the 
increased rate is just and reasonable; that is, it is an 
issue under section 1 of the act, and the Commission may 
not consider an issue of discrimination or the matter of 
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differentials. This contention is rested on the concluding 
portion of the second paragraph of section 15, which reads 
as follows: 

At any hearing involving a rate increased after Jan. 1, 
1910, or Ul a rate sOUgnt LO ve INcreaSeu aller the passage of 
luis act, Me burden cof prvuor to show that ihe iMmecreased or 
proposea increasea rate is Just ana reasonable shal’ pe upon 
we common carrer, ana tne Commission shall give to the 
hearing anu aecision of such questions preference over all 
olner questions penaing betore it and deciae the same as 
speedily as possibie. 


The foregoing is the proposition as argued by com- 
plainants’ counsel at the reargument. In complainants’ 
opening brief it appears in a somewhat modified form to 
the effect that an increased rate cannot be justified on 
the theory of “equalization” of rates to competing points 
nor to avoid a violation of section 4 of the act. In sup 
port of the contentions thus made the Commission is cited 
in three cases, In the Matter of Advances in Rates for the 
Transportation of Coal by the Chesapeake & Ohio and 
Others, 22 I. C. C., 604, 612 [The Traffic World, March 23, 
1912, p. 587]; Coal Rates to Davenport, la., 26 1. C. C., 140 
[The Traffic World, March 1, 1913, p. 522], and California- 
Nevada Lumber Rates, 28 I. C. C., 313 |The Traffic World, 
Nov. 8, 1913, p. 840]. 

With the contention that an issue of discrimination 
in the sense of preference and prejudice under section 
3 of the act cannot be considered in a proceeding relating 
iv a rate increased since 1910, we are unable to agree. 
Considering that portion of section 15 relating to new 
schedules, which, as already indicated, was invoked by 
complainants in argument, it will be noticed that the act 
provides: 

Whenever there shall be filed with the Commission any 
scheduie stating a new inaividual or joint rate, fare ... 
the Commission shall have, and is hereby given authority, 
either upon complaint or upon its own initiative without com- 
plaint . . . to enter upon a hearing concerning the propriety 
vf such rate, fare, charge, etc, 

Surely such a term as “propriety” does not limit the 
Commission to considering only the reasonableness of 
the rate without reference to other considerations entering 
into its propriety. This term seems comprehensive enough 
to cover all the considerations entering into a rate, such 
as its reasonableness per se, its relative reasonableness, or 
its preferential or prejudicial character. Complainants’ 
attempted limitation of the meaning of the act is rested 
on the provision as to burden of proof quoted above, which 
follows the portion of section 15 last quoted. This pro- 
vision would seem to mean, both from its language and 
from its position in the paragraph, simply that when the 
new rate is an increased rate, as to one issue only, namely, 
whether it is just or reasonable, the burden of proof shall 
be on the carrier. While it may be conceded that when 
the rate is an increased rate this particular issue is one 
necessarily and unavoidably a part of the case, it does 
not follow that it must be the sole issue. Even though 
the Commission in the case of an increased rate always 
is to consider whether it is just and reasonable, it is not 
precluded from considering the rate from other viewpoints, 
such as that of its preferential or discriminatory character. 
In view of the general import of the language of the para- 
graph taken as a whole, to argue the contrary would seem 
to be to torture the plain meaning of the act into a 
restricted sense in nowise necessary inferable fre~ 
terms. 


Passing to the practice under this section, it % . 
fact that it is the Commission’s custom to suspend jAuw 
rates when it appears from protest or check of the tariffs 
that they will create unlawful discrimination. Many tar- 
iffs have been suspended solely for this reason. Some 
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tariffs providing for reduced rates to many points and no 
publishing a single increased rate have been suspended 
solely upon the ground of discrimination. Moreover, th: 
Commission has in investigation and suspension proceed 
ings decreed the cancellation of suspended tariffs becaus« 
the rates proposed therein were found to create unjus' 
discriminations. In the Matter of Advances in Charges 
for Switching Ice at Chicago, 24 1. C. C., 660 [The Tratfi: 
World, Oct. 26, 1912, p. 597]. Surely it is also open to 
the Commission to consider as a part of the test of th« 
propriety of the new rate the circumstances that it wil! 
eliminate a discrimination existing under the adjustmen' 
which it is to supersede. This is not to say that the 
consideration as to whether the new rate effects or elimi 
nates a discrimination can be urged in sole justification 
of the rate. A new increased rate might eliminate dis 
crimination and yet be condemned for being unreasonably 
high. The fact, however, that it does eliminate discrimi 
nation should be given some weight in determining its 
propriety. 

It may be remarked that while in view of its peculia: 
circumstances we have been satisfied to discuss the in 
stant case on the general principles applicable to sus- 
pended schedules proposing increases in rates, it is not 
in reality just such a case. As stated above, the increase: 
rate had gone into effect and was subsequently attacked 
upon complaint by petitioners herein, which, as well as 
the act, niust be considered to fix the issues. This com 
plaint itself raised several issues of discrimination; one, 
that the $1.85 rate was discriminatory as compared with 
the rates enjoyed by complainants’ competitors in the 
Gary and Pittsburgh districts; and the other, that it was 
discriminatory as compared with the rate to eastern Penn 
sylvania furnaces. This latter is both in fact and as a 
matter of law the very issue of discrimination which 
complainants now protest should not have been considered, 
except that complainants’ original petition asserted that the 
$1.85 rate created or perpetuated the discrimination rather 
tha. eliminated it. With this allegation in their complaint 
it is difficult to discover a basis for complainants’ asser- 
tion that the issue of discrimination was not in the case, 
and that the evidence which indicated that the discrimina- 
tion lay the other way was not relevant. 


We do not believe that the cases cited by complain- 
ants’ counsel are inconsistent either with the Commission’s 
practice or the interpretation of the law stated above. We 
are of opinion that the extracts from the decisions quoted 
by counsel, considered in connection with the peculiar 
facts in the cases in which the statements were made, do 
not enunciate general principles prohibiting the considera 
tion of the Buffalo and eastern Pennsylvania adjustment 
or the relation of the Buffalo rate to the other coke rates. 
In the Matter of Advances in Rates for the Transportation 
of Coal by the Chesapeake & Ohio and Others, supra, was 
a case in which the Norfolk & Western, the road which 
made a defense, and the protestants submitted elaborate 
compilations of data upon earnings and costs to measure 
the inherent reasonableness of the rates from the 
West Virginia coal fields there in question. The 
defense of the Norfolk & Western was rested upon this 
consideration and disclaimed any intention to justify the 
West Virginia rates upon the theory of their relation to 
the rates from the Pittsburgh fields. This circumstance 
should be borné in mind in the consideration of expressions 
in the opinion as to the irrelevancy of the motives which 
led to the making of the increased rates and the policy 
they were designed to effect. Note should also be taken 
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the following statement in the opinion which is made 
1t the conclusion of that portion, dealing with the irrele- 
ancy of the adjustment between the Pittsburgh and the 
vest Virginia fields, now relied upon by complainants’ 
counsel in support of the proposition that only the justness 
ind the reasonableness of the rates themselves are to be 
considered: 


In saying this, however, regard must be had for those pro- 
sions of the law which expressly declare certain fundamental 
policies of regulation. There may not be discrimination be- 
tween localities, it is said in Section 3: and in Section 4 this 
principle is extended so as to prohibit the farther point being 
civen an undue advantage over that which is nearer the point 
f origin. 


The “equalization” discussed in the Chesapeake & Ohio 
case was one between two different coal fields served by 
different groups of lines, which is a very different propo- 


sition from the discrimination discussed in the instant 


case predicated upon the maintenance of a different basis 
of rates by one road or set of roads serving two com- 
peting points. The latter is a case which falls within 
section 3; the former is one which obviously does not. In 
Coal Rates to Davenport, Ia., 26 I. C. C., 140 [The Traffic 
World, March 1, 1913, p. 522], the ground in brief for 
holding that the proposed increase of rate was not justified 
was that the comparison of rates adduced by the carriers 
did not show that the proposed rate was reasonable. 
Rates selected from this comparison showed that on the 
consideration of distance the proposed rate was too high. 
As to the statement in the opinion, now relied upon by 
counsel, that “we cannot in such a proceeding as this under- 
take to adjust relative rates from different groups,” there 
is nowhere in the opinion any suggestion that the Com- 
mission felt constrained not to undertake the adjustment 
mentioned because the act prohibited such a course. A 
variety of reasons may be suggested for the stated im- 
practicability of then considering this adjustment; for ex- 
ample, that all the rates at the time of the decision were 
not before the Commission; that the problem of the ad- 
justment had been raised in an independent proceeding 
then pending, which under the circumstances promised the 
most convenient means of adjudicating it. Such consid- 
erations, whether as a matter of practice consistent or 
inconsistent with the course of procedure in the Wickwire 
and related cases, have in them nothing of the nature of 
a general rule which might be invoked in alleged similar 
cases. In California-Nevada Lumber Rates, 28 I. C. C., 313 
[The Traffic World, Nov. 8, 1913, p. 840], the opening 
portion of the opinion reads: 


These class rates (the proposed rates) amount to $5.40 per 
ton and are so high that no contention is made that they should 
be regarded as reasonable. 


This statement alone is sufficient to distinguish that case 
from the instant case. Under this conclusion that the 
proposed rates were unreasonably high, manifestly the 
fact that they had been published to remove a rate factor 
indicating a violation of the fourth section could not be 
accepted as a justification for the change. 

It may be said in general that the error of counsel in 
the citation of these cases seems to be in taking statements 
as to the inadequacy or irrelevancy in particular cases 
of certain matters of defense there urged and concluding 
therefrom that such matters should be given no weight 
whatever in any proceeding irrespective of the course or 
weight of all the proof. 

We are of opinion, therefore, that it was with entire 
propriety that our decision as to the justification of the 
proposed increase was rested in part on the consideration 
that the increased rate rather than the rate which it super- 
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seded appeared to be on the proper relative basis when 
compared with the rates to eastern Pennsylvania furnaces 
and consequently eliminated a discrimination which in- 
hered in the old Buffalo rate. This conclusion was checked 
and confirmed by the further conclusion, upon which the 
decision mainly rests, that the increased Buffalo rate 
seemed to be just and reasonable when compared with 
the rates to other coke consuming points considered by 
us in the related coke cases. This latter comparison ap- 
pears to be the “adjusting of differentials” criticized by 
complainants. It would seem, however, that it is in 
essence simply a determination of the reasonableness of 
the various rates in question by comparison with the other 
related rates. That such a method may be employed in 
any proceeding before the Commission regarding the rea- 
sonableness of a rate cannot be validly questioned. 


Complainants argue, however, that this particular 
comparison was inadequate to sustain the burden of proof 
resting on the defendants or to support the Commission’s 
findings as to the reasonableness of the increased Buffalo 
rate for the reason that such comparison can be made 
only upon evidence and proof of a similarity of trans- 
portation conditions. They say that there was no such 
evidence of similarity in the record and now aver in 
argument that the conditions were quite dissimilar. They 
point to the rates to Toledo and to Reading, where the 
distances are similar to the Buffalo distance and the rates 
are the same. In the case of Toledo they aver that there 
is practically no coke traffic, while the traffic to Buffalo 
is very heavy, and argue that this difference in the density 
of the traffic should have been taken into consideration in 
fixing the rates. In the case of Reading they argue that 
there is a manifest difference in transportation conditions 
in that the haul from the Connellsville region to Reading 
is over the Allegheny Mountains, while to Buffalo it is at 
water level all the way. 


The proposition to which counsel’s argument tends, 
that no comparison of rates is ever justified except upon 
the actual submission of evidence of similarity of the 
various circumstances and conditions of transportation, 
would seem to be a somwhat extreme one. It is well 
known that rates have been frequently justified or con- 
demned by this Commission upon records containing little 


‘else than mere rate and distance comparisons: under the 


condition, however, of a known general similarity of con- 
ditions, as, for example, where the movements compared 
are of the same commodity in the same territory. Grant- 
ing, however, that there is some dissimilarity of condi- 
tions in the various movements involved in this and in 
the other related coke cases and that the dfferences now 
remarked by counsel are of a kind to influence the amount 
of the rates in question, we may say that, without attempt- 
ing to assign the precise weight which should be given 
to these differences, we feel confident that they do not 
sustain a valid criticism of the Buffalo rate, which we 
have approved. The rate of $1.85 to Buffalo is not only 
not unreasonably high, but on the contrary is low when 
compared with the present rates to eastern Pennsylvania 
furnaces. It is also low as compared with the other rates 
determined to be reasonable by this Commission in the 
related coke rate cases. A recent examination of the 
comparison has served only to strengthen this conclusion. 
Measurement of these rates by an arbitrary measuring 
rate computed from the rates themselves shows that the 
Buffalo rate, even using the distance of 314 miles urged 
by complainants, is still somewhat out of line with the 
other rates and might, if established solely upon the dis- 
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tance basis, which we do not suggest, be put as high as 
$1.94 rather than $1.85. 

This leaves for consideration complainants’ contention 
that in justifying the increased rate the Commission must 
have gone, and in fact, did go, outside of the record in 
the instant case to support its conclusion, and that in so 
doing it deprived complainants of the hearing guaranteed 
them by the act. In support of their asserted rights in 
this regard counsel cite Interstate Commerce Commission 
vs. L. & N. R. R. Co., 227 U. S., 88, which holds that the 
statute gives parties a right to a full hearing and imposes 
upon the Commission the duty of deciding in accordance 
with the facts proved and holds, moreover, that informa- 
tion gathered by the Commission in the exercise of its 
jurisdiction conferred by section 12 of the act is not avail- 
able where the party is entitled to a hearing. A brief 
answer to complainants’ contention is that they were ac- 
corded a full hearing, that the Commission has decided 
in accordance with the facts proved and that it did not 
base its conclusion in the instant case on evidence intro- 
duced in the other coke rate cases. As has already ap- 
peared in the foregoing portion of this report, what the 
Commission did was simply to refer to its conclusions in 
those other cases, or, in other words, it used the rates 
there found to be reasonable after extensive examination 
and most careful consideration as a measure of the rea- 
sonableness of the rate in the Wickwire case. This is 
quite in accord with our ordinary practice as shown, for 
example, in Rates for the Transportation of Cooperage 
From Salt Lake City, 24 I. C. C., 656, 659 [The Traffic 
World, Oct. 26, 1912, p. 591]. To contend that the Com- 
mission could make no such comparison and that in de- 
ciding the Wickwire case or any particular case of the 
group it was compelled to shut its eyes to all the other 
cases or to divide its mind into separate compartments 
and to consider each one without any reference whatso- 
ever to the other, ‘and this in the face of their unavoidably 
necessary relation, is a proposition which cannot be seri- 
ously advanced. 


A dictum in United States vs. B. & O. S. W. Ry. Co., 
226 U. S., 14, 20, refers to this right of the Commission to 
take notice of the results reached by it in other cases. 
The dictum, however, stipulates as a condition of this 
right that the facts thus noticed should be specified in 
the record in time for the parties to meet it if they can 
before the case is submitted, so that matters of law may 
be saved. This dictum is cited by complainants in their 
opening brief with the observation that in the present 
case nothing has been made to appear in the record as 
to the results reached in other cases and that a court 
would not be enabled to review the decision of the Com- 
mission in this regard. It is true that the Commission’s 
decision does not specify with particularity the rates in 
the other coke rate cases used as the standard of com- 
parison. The Commission probably was betrayed into a 
lack of formality in this regard because of its conscious- 
ness of the familiarity both of the defendants and the 
complainants with the other cases which it had in mind. 
It assumed that both would quite clearly understand the 
reference to the other cases and would have easy access 
to the cited comparison. If the reference was, however, 
as a matter of record, too indefinite, it has now been 
corrected by the enumeration of the other cases in the 
preceding portion of this report, and further cause of 
complaint in this regard would seem to disappear. 

In conclusion, we are of opinion that for the reasons 
indicated above, complainants’ allegations of error in the 
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original decision in this case have not been sustained 
Since no new evidence has been offered, we can see no 
reason to depart from our original finding that the reason 
ableness of the rate of $1.85 to Buffalo had been estab 
lished. It follows that the complaint must be dismissed 
and it will be so ordered. 





ORDER. 
it is ordered, That the complaint in this proceeding 
be, and it is hereby dismissed. 


CEMENT RATES FROM MASON CITY 
I. AND S. NO. 339 (30 I. C. C., 426-430) 
Submitted Feb. 28, 1914. Decided May 4, 1914. 

The Chicago, Milwaukee & St. Paul Ry. Co. and the Norther! 
Pacific Ry. Co. had established joint through rates 
cement from Mason City, la., to certain terminal points i 
Minnesota and North Dakota, which through rates had no 
intermediate application. The former carrier pwhblished a 
supplement to its tariff by which it apparently uninten 
tionally gave intermediate application to the low termina! 
rates. This effect of the supplement being discovered, both 
earriers filed tariffs canceling the joint through rates tu 
most of the points in question. These latter tariffs having 
the effect of advancing the rates above the level established 
by the supplement, protestants objected to the filing of the 
tariffs canceling the joint through rates; Held, That the 
equities of the situation demand a resumption of the status 
quo as it was under the old rates and a hearing upon the 
reasonableness of those rates 


F. S. Hollands for Chicago Great Western Railroad Co 

Charles Donnelly for Northern Pacific Railway Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail 
way Co. 

F. E. Paulson for Lehigh Portland Cement Co. 


Report of the Commission. 


DANIELS, Commissioner: 

This proceeding involves rates on cement from Mason 
City, Ia., to various points in Minnesota and North Dakota 
The protestant, Lehigh Portland Cement Co., is a manu- 
facturer of cement at Mason City. The facts may be 
briefly summarized as follows: 

Cement shipments from Mason City to certain points 
in Minnesota and North Dakota move via the Chicago, 
Milwaukee & St. Paul, hereinafter called the Milwaukee, 
to St. Paul, Minn., and thence via the Northern Pacific 
to the various destinations. To certain of these destina 
tions this two-line route is unnecessarily circuitous, the 
points being reached by shorter and more direct lines 
from Mason City. At such points, hereinafter referred to 
as junction points, the Milwaukee and Northern Pacific 
formerly met the short-line rates; but they maintained 
higher rates to intermediate stations, upon the theory that 
the short-line competition at the more distant points 
might properly be met without reducing the rates at in 
termediate points. Applications for permission to continue 
this non-compliance with the long-and-short-haul rule of 
the fourth section were duly filed by the Northern Pacifi: 

In May, 1913, the Milwaukee assembled all its cement 
rates in a single tariff, I. C. C. No. B-2680, effective Jul: 
1, 1913. This tariff continued the same joint rates that 
had previously been in effect. On Aug. 15, 1913, the Mi! 
waukee issued supplement No. 2 to the cement tariff 
effective Sept. 17, 1913, under which the junction point 
rates probably became applicable at intermediate points 
The effect of this supplement, according to the record 
was to reduce all rates at intermediate points (which had 
theretofore been higher than the junction-point rates) to 
the level of such junction-point rates. A number of in 
termediate stations in Minnesota and North Dakota thus 
obtained lower rates. The Milwaukee had a general powe! 
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f attorney for the Northern Pacific authorizing the former 
oad to issue joint tariffs, and under this authority, with- 
it prior notification to the Northern Pacific, the supple- 
ent was issued which reduced the rates at intermediate 
oints to equal the junction-point rates. It is asserted 

both lines that this change in the tariff was made 
through error or inadvertence. And this would fairly 
ippear to be the fact, inasmuch as the issuing carrier 
ailed to notify the Northern Pacific of the proposed change 
in rates or to obtain its consent thereto. When the Mil- 
waukee was advised of the effect of supplement No. 2, 
t published supplement No. 4, effective Dec. 5, 1913, can- 
celing joint through rates on cement with the Northern 
Pacific to certain points. The Northern Pacific, likewise, 
py supplement No. 1 to its tariff I. C. C. No. 5432, canceled 
its joint through rates to most of the points, but appar- 
ently left in effect the joint through rates to Detroit, 
Minn., Edgely, N. D., and Linton, N. D. 

These mutual cancellations were assailed by the pro- 
testant in the instant case. Had the cancellations not been 
suspended, there would have been very material increases 
in the rates on cement to a number of the destinations in 
question, due to the fact that the tariffs canceling the 
joint rates provided for the application of class rates 
thereafter. For example, the joint rate to Moorhead, 
Minn. (still in force by reason of the suspension), is 17 
cents. The combination of commodity rates on cement 
based upon St. Paul is 18% cents. The suspended tariff, 
however, would not have the effect of permitting the traffic 
to move at the rate of*18% cents, but would result in 
application of the through-class rate of 28 cents, or an 
increase of 11 cents above the former rate. To Sydney, 
N. D., a non-competitive point, the cement rate was 25 
cents, and the combination of cement rates, based on St. 
Paul, 26 cents, whereas under the suspended tariff the 
through-class rate ef 40% cents would be applicable. 

It was probably not intended by the carriers to in- 
crease the rates to the extent indicated, for under the 
fourth section it would be unlawful for the carriers to 
maintain rates from Mason City to the destinations in 
question which exceed the aggregate of the intermediate 
rates based upon St. Paul. Nevertheless, the effect of 
the suspended tariffs is to establish rates via St. Paul 
which exceed the aggregate of the intermediate rates 
based upon that point. 


It must not be overlooked that the short-line rates 
from Mason City to the junction points, which formerly 
enjoyed the competitive rates at the hands of the respond- 
ents, still remain in effect, and protestant can apparently 
reach all of these competitive points by the short lines 
at the same rates that were formerly maintained by re- 
spondents. The protestant may, however, suffer from the 
fact that under the cancellations it would lose the ad- 
vantage of delivery upon a particular line. This in the 


case of an article like cement is often a matter of some 
importance, 


t 


It appeared at the hearing that cement rates have 
recently been reduced on intrastate traffic by the state 
of Minnesota, and respondents say that in the future these 
reduced rates will be used in connection with the 5-cent 
rate from Mason City to St. Paul to produce the through 
rate to points in Minnesota. Such reduced through rates, 
however, have not been filed with this Commission; and 
the effect of vacating our suspension at this time would 
be to permit the class rates to become effective to many 
of the points in question. The Minnesota rates to a cer- 
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tain extent influence and control the rates to places like 
Fargo, N. D., near the Minnesota line. 

The rates to points east of Linton, N. D., afford a 
good illustration of the reductions made by the tariff 
applying the junction-point rates to the intermediate points. 
The direct line from Mason City to Linton is about four- 
fifths of the distance over the joint route of respondents 
(607 miles). The through rate by the joint route was, 
and still is, 23 cents. But rates via the joint route to 
some points on the Northern Pacific east of Linton have 
been just under 30 cents. It was testified that the in- 
termediate application of the 23-cent rate to Linton would 
reduce to this level rates at intermediate points for a 
line distance of 200 miles east of Linton, as far as Buf- 
falo, N. D. 

At the hearing the respondents contented themselves 
by pointing out that the extension of the junction-point 
rates was the result of inadvertence on the part of one 
of the carriers and contended that their efforts to undo 
this unintended result by mutual cancellations of joint 
through rates ought not to cast upon them the burden of 
proof attaching to a carrier who increases a rate under 
ordinary conditions. In our report in Investigation and 
Suspension Docket No. 97 (Unreported Opinion No. 671) 
we said: 

We are of opinion that in cases where it is clearly estab- 
lished, as in this case, that the suspended tariff was issued for 
the purpose of correcting a clerical error in publication of 
another tariff and for the purpose of restoring a schedule of 
rates which had been in existence for a number of years prior 
to the issuance of the erroneous tariff the Commission should 


vacate its order of suspension and dismiss the proceeding of 
investigation. 


The same principle would be applicable to the instant 
case had the carriers restored the rates which were in 
effect in May, 1913, instead of providing for the applica- 
tion of class rates which are much higher than the aggre- 
gate of the intermediate rates subject to the act. Con- 
sequently we find that the respondents have failed to 
justify the rates which they proposed to establish by the 
suspended tariffs. 

The protestant has taken strategic advantage of the 
technical burden under which the carriers find themselves 
in attempting to justify the new rates by asking for an 
order which will require the maintenance of the former 
junction-point rates at all intermediate points. It is true 
that protestant introduced evidence purporting to show 
by comparison that cement rates to the various destina- 
tions in question are too high. These contentions ought, 
we think, to be given careful consideration, but just as 
though an ordinary attack on existing rates were involved, 
and not as here, where the burden of proof is accidentally 
shifted. That is to say, although we find that defendants 
have failed to justify the increase in the rates to points 
other than junction points in so far as the suspended tar- 
iffs increase said rates above the rates which became 
effective July 1, 1913, and above the sums of the inter- 
mediate rates, we feel that we would not be justified in 
going further upon the present record; for it seems clear 
that the reduction of the intermediate rates to equal the 
junction-point rates was due to an error which respond- 
ents ought to have been allowed to rectify, had they done 
so by restoring the rates formerly in effect. Certainly 
the record contains no evidence which would warrant us 
in requiring the maintenance of the junction-point rates 
at the intermediate points. The record as it now stands 
is not such that the reasonableness of the former rates 
or of the present rates to the intermediate points can be 
fairly and satisfactorily determined. 

The equities of the situation would seem to demand 
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a resumption of the status quo as it was in July, 1913, 
so far as that may be possible, and a hearing upon the 
justice and reasonableness of the rates as they existed 
at that time. This situation could be attained by the entry 
of an order requiring the resoration of the former rates 
were it not that to re-establish the junction-point rates 
would cause a deviation from the long-and-short-haul rule 
of the fourth section. The original applications, which 
protected such deviations from that rule, were rendered 
inoperative when the carriers canceled their joint rates. 
Conference Ruling No. 395. Such applications ‘can be 
made only by the carriers and cannot be required by the 
Commission. Moreover, it is not clear that we could, 
under section 15, establish joint rates to the junction 
points in question. For example, the Milwaukee has its 
own line from Mason City to Linton, Fargo, Edgely and 
Wahpeton, N. D., and it formerly maintained rates to 
those points over its own rails and participated in joint 
rates to those points in connection with the Northern 
Pacific. But an order requiring the re-establishment of the 
rates via the Milwaukee and the Northern Pacific would 
probably be in violation of that portion of section 15 of 
the act which prohibits the Commission from embracing 
in any through route substantially less than the entire 
length of a carrier’s line bétween the termini of such 
proposed through route. 

Upon consideration of all the facts of record, our con- 
clusion is that we should require the carriers to cancel 
the suspended tariffs and to restore, as to points other 
than junction points, rates not in excess of those in force 
prior to May, 1913. Respondents may include in the tariffs 
so filed any reductions, in addition to those here required, 
which they propose to make as a result of the new cement 
rates in Minnesota. If they desire to continue to compete 
for business at the junction points, they may file appli- 
eations under the fourth section for authority to restore 
the former rates at those points; and protestant may 
redraft its complaint so as squarely to attack such of the 
rates as it may consider unjust, unreasonable or unduly 
discriminatory. Such a complaint would bring the entire 
situation before us upon its merits; and our conclusion 
in this case is without prejudice to any complaint which 
may be filed against any of the rates which will be estab- 
lished as a result of our order herein. 





ORDER. 


It is ordered, That the carriers respondent herein and 
designated in said tariffs be, and they are hereby, notified 
and required to cancel, on or before Sept. 20, 1914, the 
rates, charges, regulations and practices stated in the 
schedules specified in said orders of suspension, in so far 
as said schedules operate to increase rates for the trans- 
portation of cement to the points of destination specified 
in said schedules. 

It is further ordered, That said carriers shall estab- 
lish, on or before Sept. 20, 1914, upon notice to the Inter- 
state Commerce Commission and the general public by not 
less than five days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of not less than two years after said Sept. 
20, 1914, shall maintain and apply to the transportation 
of cement in carloads from the points of origin to the 
points of destination named in the schedules specified in 
said orders of suspension (except to junction points to 
which the respondents -heretin, or certain of them, main- 
tain rates on cement in carloads from said points of origin 
via more direct routes than the routes specified in said 
suspended schedules) rates which shall not exceed the 
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rates in effect for the transportation of cement in carloads 
from said points of origin to said points of destination, 
except said junction points, in effect on July 1, 1913. 


STORAGE; IN TRANSIT DENIED 


CASE NO. 6463 (30 I. C. C., 431-433) 
NEWMARK GRAIN CO. BT AL. VS. SOUTHERN PA 
CIFIC CO. ET AL. 


Submitted Feb. 14, 1914. Decided May 11, 1914. 


Privilege of storage in transit for grain denied where it appears 
that like privileges are not granted by the defendants els: 
where in that territory and the necessity for storage at the 
point in question primarily grows out of domestic distfi:) 
ances in the neighboring country of origin. 


A. M. Norton for complainants. 
G. D. Squires for Southern Pacific Co. 


Report of the Commission. 


HALL, Commissioner: 

In this proceeding the Newmark Grain Co., hereinafter 
called the grain company, and the Imperial Grain & Ware- 
house Co., hereinafter called the warehouse company, both 
California corporations, seek an order directing the South- 
ern Pacific Co., one of the defendants, to establish a 
storage-in-transit privilege on grain at El Centro, Cal. 
The grain company owns a majority of the capital stock 
of the warehouse company, and both companies are en 
gaged in buying, selling, exporting, importing and storing 
grain and its products. 

The grain company in 1912 and 1913 handled approxi- 
mately 75 per cent of the grain raised in that part of 
northern Mexico just south of the California boundary line. 
This Mexican grain moves from the fields at the local 
rate over the line of the other defendant, the Inter-Cali- 
fornia Railway Co., a part of the Southern Pacific system, 
up to Calexico, Cal., on the international boundary. It 
is there turned over to the Southern Pacific Co. The 
latter’s line from Calexico to Los Angeles and San Pedro, 
Cal., passes through El Centro, which is 9 miles north of 
Calexico, 213 miles east of Los Angeles, Cal., and 235 
miles east of San Pedro, which is the port of Los Angeles. 

This Mexican grain is exported in large quantity 
through San Pedro. Because of the unsettled political 
conditions in Mexico the grain dealers aim to remove it 
from that country as soon as harvested. That part of 
the 1912 crop handled by the grain company was trans- 
ported into -the United States immediately after harvest- 
ing, and then through to San Pedro, where it was held 
in bond awaiting export. The portion not exported was 
subsequently sold in Los Angeles and was necessarily 
back-hauled from San Pedro. 

To obviate the expense of this back haul the ware 
house company built and bonded a public warehouse at 
El Centro prior to the movement of the 1913 crop, and 
stored there, instead of at San Pedro, the portion of that 
crop handled by it. This storage at El Centro provides 
for the subsequent movement to San Pedro of grain for 
export and to Los Angeles of grain for the domestic mar- 
ket. But it also involves the payment of the local rates 
of the Southern Pacific Co. to and from El Centro, instead 
of the through rates from Calexico, to complete the move 
ment to either ultimate destination. The following rates 
are pertinent: 


From— 
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The complainants claim that in handling grain from 
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route at El Centro, the Southern Pacific performs no serv- 
ice other than what it performs on the direct through 
paul, except the switching of a loaded car into and out 
of the warehouse at El Centro. For each of these switch- 
movements it is claimed that $2.50 per car would 
a reasonable charge, as it is the usual charge at Los 
Angeles and other California points. Complainants there- 
fore suggest that the through rates-from Calexico, with 
privilege of storage in transit at El Centro, be fixed at 
$5 per car over the present rates from Calexico to Los 
\ngeles and San Pedro, respectively, and contend that 
ithe combinations of local rates now charged on grain 
tored in transit at El Centro are unreasonable and 
violate section 1 of the Act to regulate commerce in so 
far as they exceed the rates suggested. The complaint 
alleges that in other states storage in transit is allowed 
on grain destined to California, but no charge of dis- 
rimination is made. 

The Commission finds nothing in this record to justify 
issuance of the order asked. It is not shown that these 
defendants anywhere grant a storage-in-transit privilege 
on grain. On the contrary, defendant Southern Pacific 
Co. shows that there are numerous other grain-storage 
warehouses on its line, and that not one enjoys such a 
privilege. Neither igs there any definite proof that either 
defendant hauls into California any grain that has en- 
joyed a storage-in-transit privilege on any other line. 
Upon hearing, the grain company’s manager admitted 
that its present difficulty is all in the Mexican situation, 
and that storage in transit would not be expected to 
apply to grain grown in California and stored at El 
Centro, The inherent reasonableness of the Southern 
Pacific Co.’s local rates to and from El Centro, upon 
which Californian as well as Mexican grain moves, was 
not attacked upon hearing. Discrimination was not even 
charged, and upon the record it certainly is not proved. 
The rates upon which this grain moves from Mexico to 
San Pedro break at the border town of Calexico, only 
9 miles from El Centro, and this rate adjustment existed 
and was known to petitioners when the warehouse com- 
pany chose to build its storehouse at El Centro. The 
inability of complainants to handle Mexican grain with 
safety by storing it near the harvest field pending ulti- 
mate consignment, as they handle American grain, does 
not entitle them to relief at the expense of the carriers 
or to a privilege not accorded to their competitors. The 
necessity for storage within the American boundary lies 
primarily in political conditions, for which the carriers 
are not responsble and over which they have no control. 

It is the view of the Commission that to grant this 
prayer would be to create a discrimination rather than 
to correct any unreasonableness of rates. An order of 
dismissal will be entered. 


a) 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


AGAINST SWITCHING ALLOWANCE 


CASE NO. 3373 (30 I. C. C., 434-436) 


IN THE MATTER OF THE MUNCIE & WESTERN RAIL- 
ROAD CO. 


; Submitted May 18, 1912. Decided May 5, 1914. 

Upon the facts disclosed of record it is Held: That the Muncie 
& Western R. R. Co. is the private facility of the Ball 
Bros.’ Glass Maawtnetae ag Co., and that the allowance of 
& switching charge heretofore paid to it by the trunk lines 
was without justification. 
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Rollin Warner, Arthur W. Brady, and Henry B. F. 
Macfarland for Muncie & Western Railroad Co. 
M. T. Brady for Indiana State Railroad Commission. 
Report of the Commission. 
HARLAN, Chairman: 

The discovery about 1888 of natural gas in the vi- 
cinity of the city of Muncie, in the state of Indiana, caused 
some of its citizens to join in an effort to make it an 
industrial center by directing the attention of manufac- 
turers to this source of cheap and convenient fuel and 
promising them adequate railway service. One of the first 
companies attracted to the place was the Ball Brothers’ 
Glass Manufacturing Co., which erected a large plant for 
the manufacture of fruit jars and similar glassware at a 
point now called Industry, about one mile south of the 
city. At that time Muncie was served by the Lake Erie 
& Western, the Big Four, so called, and by the Fort Wayne, 
Cincinnati & Louisville railroads. The latter wag the first 
company to extend its tracks to the new glass plant and 
to the few other factories located in that part of the city. 
These tracks later developed into a general public belt 
line, known as the Fort Wayne Belt, now a subsidiary of 
the Lake Erie & Western. Subsequently the Muncie Belt, 
a subsidiary of the Big Four, also extended its tracks to 
the glassworks. After some litigation with the Fort Wayne 
Belt the new switching line was completed and put into 
operation in 1892. 

In 1892 the New York Central lines obtained control 
over the Lake Erie & Western and the two belt lines thus 
came under a common management with the result, as 
said of record, that the efficiency of the switching service 
was somewhat impaired. Whatever may be the fact in 
that regard the glass company some 10 years later incor- 
porated, or caused to be incorporated, the muncie & Wes- 
ern Railroad Co. and constructed a track to connect its 
plant with the rails of the Chesapeake & Ohio. Apparently 
the intention was to connect the new industries in the 
south part of the town with all the trunk lines entering 
Muncie. But after the glass factory had thus been con- 
nected up with the Chesapeake & Ohio, and before the 
rails of the Muncie & Western were extended to the other 
industries, the supply of natural gas failed and practicaliy 
all the factories, except the glass plant, closed down. It 
is claimed of record that the Muncie & Western, excent 
for this circumstance, would have been extended to other 
plants; but as a matter of fact the construction work 
went no further after the glassworks had been connected 
with the rails of the Chesapeake & Ohio. Later it was 
connected up with the Pennsylvania lines and still later 
with the Muncie Belt. In this manner the glass factory 
was afforded an outlet over all the trunk lines serving 
Muncie. As finally completed the Muncie & Western has 
only 2.78 miles of track, of which 1 mile is called main 
track, the remaining 1.78 miles consisting of yard tracks 
and sidings located in and around the glass factory. For 
the right of way and certain tracks within the plant it 
pays the proprietary glass company a rental of $5,000 a 
year. It owns only the 1 mile of track outside the plant. 
On its rails is a smal] pottery factory, which is also 
reached by the tracks of the Fort Wayne Belt Line. 

The Muncie & Western has no freight-car equipment 
and has never even owned a locomctive. When it began 
operations in 1902 it switched the traffic of the glass plant 
to and from the trunk lines with a leased locomotive. 
But it abandoned this in 1905 and entered into an arrange- 
ment, which is still in effect, by which the switching oper- 
ations are performed and the material and labor for 
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maintenance of the tracks are supplied by the Muncie Belt 
Line. The latter is reimbursed by the Muncie & Western 
for the actual cost of maintenance, which amounted in 
1912 to about $1,800; it was also reimbursed by the Muncie 
& Western for the actual operating cost, which for the same 
period amounted to about $5,000. As approximately 10,000 
cars are handled in and out of the glass plant a year, it 
will be seen that the cost to the glass company is some- 
thing less than 75 cents a car. Nevertheless, the Muncie 
& Western, although it performs no physical operations, 
receives allowances from the connecting carriers of $2.50 
a car on inbound material and $3.50 a car on outbound 
manufactured products. These charges are absorbed by 
the trunk lines having a line haul on the traffic of the 
glass company. In other words, the trunk lines pay these 
sums to this nonoperating plant railway for the privilege 
of handling traffic into and out of the glass works. 

The Muncie & Western has no outstanding bonds, and 
its capital of $50,000 is owned by the stockholders of the 
glass company, each stockholder of the latter being also 
a stockholder in the former. The record indicates that 
not over $28,000 in cash has been expended upon the 
property up to the date of the hearing. This entire amount 
was furnished to the Muncie & Western by the glass com- 
pany, and we infer from the record that it has been fully 
repaid to the stockholders of that company out of the 
revenues of the plant railway. Its annual report for the 
year ending June 30, 1912, shows a total revenue of 
$23,626, all derived ostensibly from switching operations 
performed by it, but in reality performed by the Muncie 
Belt Line at cost. Its expense account for that period 
amounted to $11,375.56, leaving it a net operating revenue 
of $12,268.44. After the payment of taxes amounting to 
$318.49 and after paying to the proprietary company for 
a right of way within the plant $5,000, there was left 
to the plant railway a surplus of $6,949.95. This amount 
added to the accumulated surplus of previous years left 
the company on June 30, 1912, with a total surplus of 
$29,516.39. 

The record presents a remarkable example of the de- 
vices resorted to by industrial companies for exacting 
allowances from the trunk lines on their own traffic. 
Here we have a plant railway, representing a total in- 
vestment of $28,000, upon which there accrues to the 
proprietary interests an annual net revenue of nearly 50 
per cent, although the plant railway owns neither cars 
nor locomotives and does not itself turn a wheel. 

Upon all the facts disclosed of record the Muncie & 
Western is shown to be purely a private facility of the 
Ball Brothers’ Glass Manufacturing Company, and we so 
conclude and find. We further find and conclude that 
there is no justification for the allowance to it by the 
connecting trunk lines of a switching charge. These al- 
lowances were discontinued on April 1, as we understand 
the present situation. It may be well to add that the dis- 
position of the case has been deferred by reason of the 
pendency of the same general questions in Industrial Rail- 
ways case, 29 I. C. C, 212. [The Traffic World, Jan. 31, 
1914, p. 218.] 





CAR FITTINGS CASE DISMISSED 


CASE NO. 5506 (30 I. C. C., 437-442) 

NEW YORK STATE SHIPPERS’ PROTECTIVE ASSO- 
CIATION VS. NEW YORK CENTRAL & HUDSON 
RIVER RAILROAD CO. ET AL. 


Submitted March 7, 1914, Decided May 6, 1914. 
Upon the facts set forth in the report, and following the au- 
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thorities cited therein, this complaint, which brings in issue 
the lawfulness of defendant’s rules and practices with re- 
spect to car fittings, is dismissed. 


Milton E. Gibbs for complainant. 

Ernest S. Ballard for New York Central & Hudson 
River Railroad Co, 

Henry Wolf Biklé for Pennsylvania Railroad Co. 

Theo. H. Burgess for Erie Railroad Co. 

John L. Seager for Delaware, Lackawanna & Western 
Railroad Co. 

Stewart C. Pratt for Lehigh Valley Railroad Co. 

Report of the Commission. 
McCHORD, Commissioner: 

This case brings in issue the lawfulness of the regu- 
lations and ‘practices of railroads in western New York 
with respect to car fittings used in connection with ship 
ments in bulk of grain, potatoes and other produce. Com- 
plainant is an incorporated association having a member. 
Ship of about 65 firms and individual shippers and has 
its main office in Rochester, N. Y. Its members ship 
grain, potatoes, cabbage, apples, onions, carrots and other 
produce from various points of origin in the western part 
of the state of New York, to Boston, New York City, 
Philadelphia, Baltimore, Pittsburgh and points taking the 
same rates. 

In substance it is asserted that it is the carrier's 
duty to supply cars at all seasons of the year fully 
equipped for the safe transportation of grain, potatoes 
and other produce in bulk without further fitting; or, 
that if a car be tendered the shipper which cannot safely 
be used for such commodities, in view of their nature 
or of the condition of the weather, it is the carrier's 
duty to furnish, or to pay for, all materials and labor 
necessary to render the car reasonably safe. The par- 
ticular matters to which complainant directs attention 
are the rules and practices of the defendants with re 
spect to grain doors, bulkheads and car linings. 


For loading certain commodities in bulk, grain doors 
and bulkheads are used at all times of the year, the 
former to retain the load in the car and to prevent leak- 
age therefrom, and the latter to divide the car into two 
bins, one at either end, and a free space from door to 
door between the bins. Car linings serve other purposes, 
which will be pointed out later. 

The rules and practices of these defendants con- 
cerning grain doors are not identical in all details, but 
the rules of one carrier do not differ in any material 
respect from those of another, nor from the rules gen: 
erally in force throughout the country.. The carriers sup 
ply grain doors, or reimburse the shipper for their actual 
cost, not exceeding $2 per car, when furnished by him. 
Inside or extra doors have been furnished to shippers of 
grain for about 35 years; their cost is practically the 
same in all cases; there were special reasons which 
induced the railroads to furnish them; and the presump 
tion is that. rates are maintained with respect thereto. 
National Lumber Dealers’ Assn. vs. A. C. L. R. R. Co. 
14 I. C. C., 154, 163 [The Traffic World, July 11, 1908, 
p. 55]. Although it is contended here that $2 per car 
is not fully compensatory to the shipper when doors 
are furnished by him, we see no reason on this record 
to require a change in the rules or practices of the de 
fendants, or to uproot a general practice of long standing 
that is not inequitable. There is no undue burden borne 
by these New York shippers of grain, and no reason /148 
been shown why they should receive advantages 10 
extended to grain shippers in other sections of the country. 
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Bulkheads are temporary barriers of boards and ex- 
tend across the interior of the car on either side of the 
door openings. They convert the car into bins, one at 
either end, with a free space between the bins from 
door to door. The height to which they are built varies, 
and the complainant contends that the shipper is seldom, 
if ever, reimbursed for the expense of constructing them. 
Defendants’ tariffs with respect to bulkheads differ in 
minor details, but they all agree in making $2 the maxi- 
mum allowance. Apparently providing bulkheads, or 
making an-.allowance therefor when furnished by the 
shipper, is a practice that is comparatively recent and 
was entered into by these defendants for intrastate ship- 
ments in obedience to state authority; afterward it spread 
to interstate shipments. This practice is not so widely 
extended throughout the country as is that of supplying 
inside doors for grain shipments; and to the extent the 
practice is not general, New York shippers are preferred 
and have an advantage over other shippers of produce 
in bulk. Nothing in the present record is persuasive that 
the rules and practices of defendants in regard to bulk- 
heads are unreasonable or subject these shippers to undue 
disadvantage. 

For the protection in winter of perishable bulk produce, 
shippers in western New York furnish all cars with linings 
and heat the air in the cars prior to forwarding. 

Potatoes move largely in winter and the facts con- 
nected with their loading, protection from frost, and 
transportation were presented by the parties as typical 
of those pertaining to perishable produce generally. Frost 
protection that is sufficient for potatoes in bulk is ample 
for bulk shipments of apples, onions and carrots and 
is more than is needed for cabbage. These commodities 
move safely in bulk in ordinary box, or even stock cars, 
without secia] weather protection, except during the 
colder months of the year, from November to April. 
During the winter the defendants furnish refrigerator 
or produce cars for such shipments, as the best types of 
equipment owned by them, and occasionally a box car 
is lined by the shipper and used by him during the sea- 
son. At all times, and whatever type of equipment be 
used, the shipper fits the car for loading in bulk by 
constructing bulkheads. This facilitates loading and un- 
loading and provides in winter a free space for the stove 
between the doors. The stove does not remain in re- 
frigerator or produce cars during transportation; it is 
removed as soon as the air in the car has been thoroughly 
heated; the car is sealed and sent on its way without 
special attendance. When box cars are used, which sel- 
dom happens in western New York, the stove remains 
in the car and an attendant is necessary. 

The rates on these commodities are not in issue; 
they are the same throughout the year and apply to 
shipments in bulk or in packages. No extra charge is 
made by these defendants for the use of produce or 
refrigerator cars in winter, and allowances for the weights 
of linings are made. The allowance made by the Official 
Classification is 1,000 pounds per car. By exceptions to 
this rule, some of the defendants increase the weight 
allowed for linings: however, these increases are not 
material, as the testimony indicates that the linings used 
by these shippers in produce and refrigerator cars av- 
erage about 1,000 pounds, and box cars, which would 
require heavier linings, are seldom or never used. 

The methods of providing extra frost protection in 
Produce and refrigerator cars used by these shippers 
differ, but the general practice is to build a temporary 
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floor at each end of the car, raised enough above the 
permanent floor to provide a space for the circulation of 
air. These temporary floors extend only to the bulkheads 
and are covered with insulating paper, which is con- 
tinued up the sides of the car to the height of the load. 
The ice boxes and ventilators at the end of the car are 
boarded over. A refrigerator or produce car so lined 
and heated will protect the shipment from frost for four 
or five days, even in zero weather. 

The cost of lining refrigerator and produce cars in 
the manner described varies from $11 to $15 per car, and 
we May assume that a fair average of these expenses 
would be about $13. -Complainant claims that the carriers 
should furnish cars so fitted for the transportation in 
bulk of the commodities named that no additional fittings 
would be required and no linings needed for protection 
from frost. Defendants claim, on the other hand, that 
their ratés are the same throughout the year, and apply 
on these articles in packages or in bulk; that if the 
shippers would use packages, no bulkheads or linings 
would be necessary; and that having furnished the most 
suitable equipment owned by them, any additional fittings 
needed to adapt the cars for special service should be 
at the expense of the shipper. 

Western New York shippers, at points of destination. 
compete with shippers of potatoes from Maine, Michigan, 
Wisconsin and Minnesota. Shipments from Maine move 
in Eastman heater cars and pay charges for heater serv- 
ice, in addition to the rates for transportation, that 
amount to $14.40 per car for 400 miles and $25.20 per car 
for 700 miles. Boston Potato Receivers’ Assn. vs. B. & A. 
R. R. Co., 25 I. C. C., 159 [The Traffic World, Nov. 30, 
1912, p. 861]. In winter, shippers of potatoes from points 
in Minnesota and Wisconsin to Chicago and other points 
may elect between a protected service, in special equip- 
ment at the risk of the carrier for weather damages, or 
at a lower rate and at their own risk may furnish their 
own protection. Protection of Potato Shipments in Win- 
ter, 26, I. C. C., 681, and 29 I. C. C., 504 [The Traffic 
World, March 14, 1914, p. 505]. The record before 
us sets forth a shipment of potatoes in bulk from 
Batavia, N. Y., to Rockaway, N. J., which moved in De- 
cember, 1913. The shipment weighed between 30,000 and 
31,000 pounds, the rate was 15 cents per 100 pounds, the 
total charges slightly over $45, and it moved in an un- 
lined refrigerator car, presumably without damage. The 
distance from Batavia to Rockaway is about 370 miles 
and the rate charged yielded a revenue slightly over 8 
mills per ton per mile. If the car had been lined the 
cost of this protection to the shipment would have been 
about $12.25, and it is complainant’s contention that such 
expense should be placed upon the carrier. It would 
seem, however, that shippers from western New York 
are not subjected to greater total expense for moving po- 
tatoes in winter than is borne by shippers from Maine 
and they are at least upon an equal footing with shippers 
from Minnesota and Wisconsin. 

In what is known as the Precooling case the Supreme 
Court has recently passed upon the subject of car fittings. 
A., T. & S. F. Ry. Co. vs. United States, 232 U. S., 199. 
The court said: 


As a general rule, the carrier loads all freight tendered in 
less-than-carload lots while the consignor loads in all cases 
where, for his convenience, the car is placed at his warehouse 
or on public team tracks. .. . 

But loading may involve more than the mere placing of the 
freight on the car, since the character of the shipment may 
be such as to require the furnishing and placing of stakes, 
racks, blocks and binders needed to make the transportation 
safe; or, the freight may be such as to require special covering, 
packing, icing or heating, in order to preserve the merchandise 
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in condition fit for use at the end of the journey. Who is to 
furnish these needed facilities may be quite as uncertain as 
who is to place the freight on the car, and can only be deter- 
mined by considering the character of the shipment, the place 
where the loading begins, and who can most economically per- 
form the service required. 

Neither party has a right to insist upon a wasteful or ex- 
pensive service for which the consumer must ultimately pay. 
The interest of the public is to be considered as well as that 
of shippers and carriers—their rights in turn having been ad- 
justed by a reduction in the rate if the loading is done in whole 
or in part by the shipper, and by an increase in the rate where 
the loading is done in whole or in part by the carrier. But, 
by whomsoever done, the loading must be such as to fit the 
freight for shipment. 


In the last analysis sound economics and valid law 
coincide. Neither the shipper nor the carrier can insist 
upon a wasteful or expensive service for which the con- 
sumer must ultimately pay. At present these shippers 
are provided in wintertime, without extra charge, with 
produce or refrigerator cars, and the rates are the same 
throughout the year. They admit that if the carrier 
furnished heater cars they would have to bear the addi- 
tional expense for the extra service, but this record does 
not show how much that would be, as these defendants 
have no heater cars. However, if we compare the charges 
for heater service approved in Boston Potato Receivers’ 
Assn. case, supra, with the cost of lining the cars, as 
shown here, it appears that the ultimate expense to the 
public is somewhat less from western New York shipping 
points than from points in Maine.’ This comparison is 
not vitiated by the fact that the New York shipper thor- 
oughly heats the car before sealing it, as described above, 
for the cost of this heating cannot be very great, and 
must be less than the expense of continuous heating and 
personal attendance that shippers from other sections 
bear. 

Many cases involving the question whether the car- 
rier or the shipper should bear the expense of car fittings 
have been submitted to us. The summary of our con- 
clusions given in Southwestern Missouri Millers’ Club vs. 
St. L. & S. F. R. R. Co., 26 IL. C. C., 245, 251 [The Traffic 
World, March 8, 1913, p. 590], was as follows: 


Generally, when it is necessary to secure upon the car 
freight which the shipper loads, it is the duty of the shipper to 
provide the necessary material and do the work. This applies 
to machinery and other articles which must be fastened to the 
floor of the car or in some other way secured in the car to 
prevent lurching from side to'side. Where special preparation 
is required to fit the car for the shipment of a particular com- 
modity, the task of special preparation ordinarily devolves upon 
the shipper, and the reason for this is that the shipper can, as 
a rule, in case of carload freight where the loading is done by 
him and where the car is put into his possession for that pur- 
pose, perform this work more economically and to better ad- 
*vantage than the carrier. 


It is not necessary to pursue this subject further or 
to take up in detail the various minor contentions of the 
parties to this case. It appears that improved cars are 
coming into use provided with grooves on either side of 
the doorway in which boards may be placed to form bulk- 
heads, and that some of the defendants now furnish re- 
frigerator cars equipped with racks or false sectional 
floorings, which supply nearly all the winter requirements 
of these shippers. At the present time shippers frequently 
nail their bulkheads and false floorings to the car, even 
though the tariffs forbid them so to use refrigerator and 
produce cars. Every nail that is driven into these cars 
punctures the insulating materials, upon the integrity 
of which their usefulness depends. It would seem that 
the shippers and carriers should co-operate in the use 
and maintenance of such equipment, the carriers by 
providing dead pieces into which nails may be driven 
without injuring the car, and the shippers by placing nails 
only where they can be used without injury to the in- 
sulation. 

The complaint should be dismissed, and it will be 
so ordered. 
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ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


EXCELSIOR RATES ADJUSTED 


CASE NO. 5315 (30 I. C. C., 443-445) 
MORRIS, JOHNSON, BROWN MANUFACTURING C0. 
VS. ILLINOIS CENTRAL RAILROAD CO. ET AL. 


Submitted April 30, 1913. Decided May 5, 1914. 


Carload rates on excelsior from Dubuque, Ia., to Chicago and 
Peoria, Ill., and St. Louis, Mo., not found to be unreason- 
able or unjustly discriminatory, but rates from Dubuque to 
Missouri River points held to be unreasonable, and reason- 
able rates for the future prescribed. 


J. H. Henderson, Dwight N. Lewis and W. B. Martin 
for complainant. 

A. P. Humburg for Illinois Central Railroad Co. 

R. B. Scott for Chicago, Burlington & Quincy Railroad 
Co. 

O. W. Dynes for Chicago, Milwaukee « St. Paul Rail- 
way Co. 

G. B. Winston for Chicago Great Western Railroad Co 

W. F. Dickinson and Wallace T. Hughes for Chicago 
Rock Island & Pacific Railway. 


Report of the Commission. 
McCHORD, Commissioner: 

Complainant, a corporation engaged in the manufac. 
ture of excelsior at Dubuque, Ia., attacks the carload rates 
on excelsior from Dubuque to Chicago and Peoria, III, 
St. Louis, Kansas City and St. Joseph, Mo., Leavenworth, 
Kan., and Omaha, Neb., as unreasonable and unjustly dis. 
criminatory in comparison with the rates on the same 
commodity from St. Paul Minn., to the destinations named. 

Complainant has been manufacturing excelsior at Du 
buque during the past 10 years. The principal markets 
for its output, which exceeds 200 carloads per year, are 
Missouri River points. Its product is also shipped to St. 
Louis and manufacturing and jobbing centers in Illinois 
and Iowa. Excelsior is manufactured at various points in 
Wisconsin and at Guttenberg, Ia., and East Dubuque, III, 
but the strongest competition complainant must meet is 
from a plant located at St. Paul. 

Rates in cents per 100 pounds from St. Pau! and 
Dubuque to the destinations involved prior and subsequent 
to Sept. 15, 1912, are shown in the table following: 
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Complainant’s witnesses testified that the adjustment 
vas satisfactory before the rates from St. Paul were re- 
iuced. Defendants assert that the reduced rates from 
3t. Paul shown in the above table were not voluntarily 
stablished, but were published as a result of the decision 
n the case of Keogh vs. C., B. & Q. R. R. Co., 24 1. C. C., 
16 [The Traffic World, Aug. 3, 1912, p. 223]. In that case 
it was held that defendant’s excelsior rates should not 
xceed the rates contemporaneously in effect on flax tow 
from St. Paul to Chicago, St. Louis and Missouri River 
points. The Chicago, Burlington & Quincy Railroad, the 
sole defendant therein, complied with the Commission’s 
der by reducing its rates on excelsior to the basis of 
its flax-tow rates, and similar action was taken by other 
carriers participating in the traffic, but they subsequently 
filed tariffs advancing the rates on both commodities to 
equal the rates formerly in effect on excelsior. The tariffs 
naming the increased rates were suspended. After inves- 
tigation and consideration of the matter in Rates on Ex- 
celsior and Flax Tow From St. Paul, Minn., 26 I. C. C., 
689 [The Traffic World, May 10, 1913, p. 1034], the carriers 
were allowed to restore the 13%4-cent rates from St. Paul 
to Chicago, but we refused to approve rates from St. Paul 
in excess of 16 cents to St. Louis and 17% cents to Mis- 
souri River points. Rates from St. Paul have been estab- 
lished in accordance with the Commission’s holdings, so 
that the present adjustment of excelsior rates from St. 
Paul and Dubuque to Chicago and Peoria is practically the 
same as before complaint was filed. The rate from St. 
Paul to St. Louis, which was a half cent lower than the 
rate from Dubuque when complaint was filed, is now 3 
cents higher than the rate from Dubuque, and the rate 
from St. Paul to the Missouri River points, which was 
3 cents less than the rate from Dubuque, is now half a 
cent more than the Dubuque rate. 


A minimum weight on excelsior of 20,000 pounds for a 
36-foot car, with increased minima for larger cars gradu- 
ated in accordance with rule 6-B of Western Classifica- 
tion applying in connection with rates from St. Paul, was 
approved in Rates on Excelsior and Flax Tow From St. 
Paul, Minn., 29 I. C. C., 640 [The Traffic World, March 28, 
1914, p. 614]. All the present rates are based on a mini- 
mum weight of 20,000 pounds, subject to rule 6-B of West- 
ern Classification, except the rates from Dubuque to Chi- 
cago, Peoria and St. Louis, which are based on a minimum 
weight of 20,000 pounds, regardless of the size of the car. 

The 17-cent rate from Dubuque to Missouri River 
points is the class C rate, provided in Western Classifica- 
tion for excelsior in carloads. Class C rate from St. Paul 
to Omaha is 22 cents, and 23 cents to the other Missouri 
River points. The maximum rate on excelsior from St. 
Paul to Missouri River points authorized by the Com- 
mission as a result of the investigations above referred 
to is 17% cents per 100 pounds. Under the higher rates 
formerly in effect and voluntarily established by the car- 
riers there was a differential of 5 cents between the ex- 
celsior rates from St. Paul and Dubuque to points on the 
Missouri River in favor of Dubuque. 


We do not regard the present adjustment of rates to 
Chicago, Peoria or St. Louis unreasonable or unjustly dis- 
criminatory, but upon consideration of all the facts and 
cireumstances of record we find that a reasonable rate 
on excelsior in carloads from Dubuque to Omaha, Leaven- 
worth, St. Joseph and Kansas City should not exceed 14% 
cents per 100 pounds, based on a minimum weight of 
20,000 pounds, subject to rule 6-B of Western Classification. 
An order will be entered requiring the establishment of 


THE TRAFFIC WORLD - 1165 


that rate for the future. We find no basis for an award 
of reparation, and no order for this purpose will be made. 


ORDER. 

It is ordered, That the above-named defendants, ac- 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to cease and desist, 
on or before July 15, 1914, and for a period of not less 
than two years thereafter to abstain, from charging, de- 
manding, collecting, or receiving their present rates for 
the transportation of excelsior in carloads from Dubuque, 
Ia., to Omaha, Neb., Leavenworth, Kan., and Kansas City 
and St. Joseph, Mo., which said rates are found in said 
report to be unreasonable. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be, and they are 
hereby, notified and required to establish, on or before 
July 15, 1914, upon notice to the Interstate Commerce 
Commission and to the general public by not less than five 
days’ filing and posting in the manner prescribed in section 
6 of the Act to regulate commerce, and for a period of 
not less than two years after said July 15, 1914, to main- 
tain and apply to the transportation of excelsior in car- 
loads from Dubuque, Ia., to Omaha, Neb., Leavenworth, 
Kan., and Kansas City and St. Joseph, Mo., rates not in 
excess of 141% cents per 100 pounds, with a minimum car- 
load weight of 20,000 pounds, subject to rule 6-B of West- 
ern Classification, which rates are found in said report te 
be reasonable. 


RATES TO AND FROM WASHINGTON 


CASE NO. 6052 (SUB-NO. 1) (30 I. C. C., 446-454) 
CHAMBER OF COMMERCE OF WASHINGTON, D. C., 
ET AL. VS. BALTIMORE & OHIO RAILROAD CO. ET AL. 


CASE .NO 6058 
0. J. DE MOLL & CO. ET AL. VS. SOUTHERN RAILWAY 
CO ET AL. 
FOURTH SECTION APPLICATION NO. 1781. 


Submitted May 6, 1914. Decided May 11, 1914. 

On the facts of record, Held: 

1. That, following Merchants & Mfrs. Assn. vs. B. & O. R. R, 
Co., ante, page 388, I. C. C., respondents are warranted in 
their withdrawal of store-door delivery at Washington, 
D. C., which, with certain exceptions, embraced the first 
four classes of freight from defined eastern and New 
England territories. 


That the class rates from said territories to Washington are 
not shown to be unreasonable. 

. That the portion of respondents’ fourth section application 
No. 1781 which asks authority to continue lower rates to 
Richmond than to Washington on the several classes of 
freight from New York and other eastern points is denied. 

. That the class rates from Washington to the Carolinas and 
other southeastern territories are unlawful to the extent 
that they exceed the aggregates of the intermediate rates. 
Proceedings held open to await effective readjustment of 
rates by the southern carriers and for other stated purposes. 


Chapin Brown and H, Earlton Haines for Washington 
Chamber of Commerce. 

Maurice D. Rosenburg for Washington Retail Mer- 
chants’ Association. 

Max C. J.. Weihle and Alpheus Winter for O. J. De 
Moll & Co. and others. 

W. C. Coleman for Baltimore & Ohio Railroad Co. 

Henry Wolf Bikle for Pennsylvania Railroad Co. and 
affiliated lines. ~ 

M. P. Callaway for Southern Railway Co., Norfolk & 
Western Railway Co., and others. 


Report of the Commission, 
HALL, Commissioner: 
The complaints in these proceedings put in issue the 
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lawfulness of the class rates from points in defined eastern 
and New England territories to Washington, D. C., and 
the class rates from Washington to points in the Caro- 
linas and other southern territories. In both proceedings 
it is alleged that the rates to Washington are unrea- 
sonable, and that their effect is to subject Washington to 
undue and unreasonable prejudice and disadvantage as 
compared with Baltimore, Md., Richmond, Va., and other 
points. In No. 6058 the rates from Washington to the 
South are attacked for substantially similar reasons. 

Complainants further allege that the rates are higher 
to Washington than to Richmond, and that the rates from 
Washington to the South exceed the aggregates of the 
intermediate rates, in violation of section 4 of the act. 

At the hearing it was agreed by all parties that the 
complaints in both proceedings should be considered and 
decided together. Petitions of intervention were filed, 
without objection, by a number of business men, corpora- 
tions, and firms of Washington. 

1. From defined eastern and New England territory 
the first four classes of freight, with certain specified 
exceptions, were for many years accorded store-door de- 
livery at Washington. On freight from New England the 
service dates back as far as 1883. On freight from New 
York, Philadelphia, and other eastern points the service 
began later. A similar service embracing the first three 
classes of freight, with like exceptions, was also main- 
tained at Baltimore, where it was established in 1867. 

On Sept. 1, 1913, this store-door delivery was with- 
drawn by the carriers at both Washington and Baltimore, 
without change in the rates as to the classes it embraced. 
The withdrawal was occasioned by, and was in compliance 
with, the decision and order of this Commission in the 
case of Washington, D. C., Store-door Delivery, 27 I. C. C., 
347 [The Traffic World, July 5, 1913, P. 13]. A history 
of the service at Washington is given in our report in 
that case. 

2. The cost of the service to the carriers is not 
definitely shown, but the average for the four classes in 
recent years was perhaps about 5 cents per 100 pounds. 
Complainants contend that the withdrawal of the service 
was the equivalent of an increase of freight rates, and 
that the burden of proof rests upon the carriers to justify 
such increase. A similar question arose in Merchants’ 
& Mfrs.’ Asso. v. B. & O. R. R. Co., ante, p. 388, wherein 
the rates to Baltimore for the first three classes from the 
same eastern and New England territories were involved. 
In that case we held that to the extent of the reasonable 
cost of store-door delivery as formerly maintained, the 
burden was upon the carriers to justify its withdrawal and 
the consequent increase of cost to shippers. The same 
principle applies in this case. 


When the service was first established at Washington 
the facilities for station delivery were meager, and the 
showing put in evidence is to the effect that the carriers 
found it necessary to either enlarge their freight stations 
or adopt the store-door method of delivery. A witness for 
the Pennsylvania lines, who spoke from personal know- 
ledge of the beginning of the service, testified with respect 
thereto as follows: 

Tt was inaugurated on account of the acute congestion of 
the freight station, which at that time was very small, and the 
freight had outgrown this small freight station. The house was 
so congested that it was impossible to get freight out and wait 
for the consignee to call for it. The management finallv de- 
cided to adopt the same delivery that was in effect in Ralti- 


more, and therefore they made that arrangement with the Knox 
Express Co. to handle it. 


The witness stated that he was present when the 
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service was first installed at Washington and that no 
change was made in the freight rates. 

Another witness testified, in substance, that the orig 
inal purpose of the service was to relieve congestion at 
the freight stations and avoid the expense necessary to 
provide for station delivery, and that the arrangement at 
Washington followed very closely that at Baltimore, except 
that it embraced four instead of three classes. 

Why the store-door delivery service was accorded onl; 
to freight from a restricted territory and was withheld 
as to freight from all other territories is not explained 
on any theory of public interest. The record discloses no 
satisfactory reason why the service should not have been 
extended alike to freight from all points. 

The same witness testified that, after careful inquiry 
and examination, he could not find that any change had 
been made in the rates when the service was inaugurated. 
This witness further stated that in 1883 the rates em- 
braced the first four classes only, and that from New 
York to Washington they were 55 cents first class, 45 
cents second class, 30 cents third class, and 25 cents 
fourth class. The tariff files of the Commission show that 
these rates were greatly reduced in 1887, when rates were 
first published on all six classes. In 1893 the rates were 
increased somewhat. In 1902 there was a reduction as to 
all the classes. 

The present class rates, in cents per 100 pounds, from 
New York and Boston to Washington are as follows: 


ME -Scieucdcecns 1 2 3 4 5 6 
New York ...... 37 31 26 20 16.5 13 
SED ox cece sens 45 39 34 27 22 20 


The rates from Philadelphia to Washington are on 
the same relative basis and have been in effect without 
change since 1893, and without material change for a 
longer period. 

As representative of the general situation the rates 
from Boston and New York are chiefly relied on. These 
rates have been in effect without material change since 
1893 from Boston and since 1903 from New York. In 
neither case is the difference between the rates on the 
fourth and fifth classes so marked as to indicate an un- 
usual augmentation of the first four classes over the last 
two. It is to be observed that from Boston the spread 
between the third and fourth classes is 7 cents, and be 
tween the fourth and fifth classes 5 cents; from New 
York the spread between the third and fourth classes is 
6 cents, and between the fourth and fifth classes 4% 
cents. There is nothing abnormal in this situation. 

Respondents refer to the New York-Chicago scale of 
class rates for purposes of comparison. It is as follows: 


ee ere 1 2 3 4 5 
EE <tc mwend 00 44 75 65 50 3é 


The first-class rate is just three times the amount of 
the sixth-class rate, and respondents insist that as com- 
pared with this scale the rates in question do not indicate 
an unnatural adjustment. The first-class rates from New 
York are less, and from Boston are considerably less 
than three times the sixth-class rates. This is true gen- 
erally of the rates here involved, but it is not true of 
rates to Washington from many points whose freight was 
not entitled to store-door delivery; included in tables file 
by complainants, some of which are shown below: 
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From each of these points the first-class rate to Wash- 
ington is more than three times the sixth-class rate. The 
differences in the rates between the third and fourth 
classes from Boston and New York are 7 cents and 6 
cents, respectively, whereas from Pittsburgh and the other 
points named the difference is uniformly 9 cents. These 
omparisons do not support the view that the rates from 
Boston, New York, and other points from which freight 
was entitled to store-door delivery. were increased to 
cover the cost of the delivery service. 

Between Washington and Baltimore there were two 
scales of rates prior to Sept. 1, 1913, one on a basis of 
22 to 138 cents and the other on a basis of 15 to 7 cents. 
This is explained by the fact that the higher scale was 
applied in connection with a fast-freight service, and in- 
cluded collection at point of origin and delivery at destina- 
tion, which the lower scale did not include. 

Complainants compare the class rates from a number 
of eastern and New England points to Washington with 
the class rates from the same points to Richmond. Rep- 
resentative illustrations are shown in the following table: 


1 2 3 4 5 6 

From Boston to— 

RAGIN fain'0n.0 6 oc cocccseccricn 15 39 34 30 25 22 

WAMMIMBION cc cccccccccss cesses 45 39 34 27 22 20 
From New York to— 

REED. anv ge ces cnc cpue cs ake 37 32 26 23 17 14 

WRRRMIIOOD cc csccccepesccccsce OF 31 26 20 15.5 13 
From New Haven to— 

EE  eNna Wi cin Kade > ie'Se obs 45 39 34 30 25 22 

WOMIOED. oa b's ocidieswe dtaeces 15 39 34 27 22 20 


Complainants insist that as the differences between 
the rates for the first three and the last three classes to 
Washington are greater than between the same classes to 
Richmond, there must have been provision in the rates 
for the first three classes to Washington to cover the cost 
of store-door delivery there. They seem toa lose sight‘of 
the fact that the service at Washington embraced the first 
four classes, and not the first-three only. If there is 
anything in the contention it should hold as well with 
respect to the rates for the fourth class as for the first 
three classes. It is observed that as to the first three 
classes the rates are the same to both Washington and 
Richmond, except the difference of 1 cent on the second 
class from New York. We do not think the comparisons 
have any real tendency to prove what is claimed for 
them. 


By further comparisons complainants show that the 
class rates from many eastern and New England points 
are lower to Washington than to Richmond, and on 
freight from these points they say store-door delivery 
never applied. But even if the latter were conceded, the 
situation would not prove as to the rates in question that 
those for the first three classes to Washington were made 
higher than they would have been but for store-door de- 
livery. The distance by rail is 116 miles less to Wash- 
ington than to Richmond, and it is not unnatural that 
the all-rail rates from many points should be lower to 
Washington than to Richmond. Rates from points in 
New England, taking Bath, Sherbrooke, and Brunswick 
bases, are among those referred to in this connection. 
From these points the rates to Washington and Richmond 
are as follows: 


1 2 3 4 5 6 

From Bath basis to— 

Wen ss aceasc oes apts 57 48 40 30 25 21.5 
SEAS no co th ede cab Mk ene 65 55 45 35 30 25 
From Sherbrooke basis to— 

Washington ...cccccccccsegs 57 48 40 30 25 21.5 
RAEI os vccccueccsanec che 65 55 45 35 30 25 
From Brunswick basis to— 

Li ti(‘(‘(“‘(‘zé( I 57 48 40 30 25 21.5 
REE Spocccs ebkoes s Mess 65 55 45 35 30 5 


THE TRAFFIC WORLD 


1167 





It was expressly stated on behalf of complainants 
that these rates are properly adjusted on all six classes, 
and yet the tariffs on file with this Commission show 
that store-door delivery at Washington applied to the 
first four classes of freight from each and all of said 
points. There is no claim that the cost of the delivery 
service was included in these rates, either for the first 
three classes or for the first four. On the contrary, the 
argument is based on the theory that the service did not 
apply to freight from any of said points. In this com- 
plainants are mistaken. 

To support their claim that the rates for the last 
three classes are unreasonable, complainants refer to 
the class rates in effect from a number of interior points 
in Pennsylvania and elsewhere from which the rates for 
the last three classes are somewhat lower than from the 
eastern and New England points. But these comparisons 
are not persuasive. Certainly they do not prove that the 
rates in question are unreasonable. 

In Merchants’ & Mfrs.’ Asso. v. B. & O. R. R. Co., 
supra, we had under consideration the class rates to 
Baltimore from these same eastern and New England 
points. The matter of store-door delivery was involved 
there as here, except in the number of classes to which 
it applied. In most respects the facts of that case as to 
the reasonableness of the rates were substantially the 
same as in the present case. We held that the carriers 
were warranted in the withdrawal of store-door delivery, 
and found that the rates were not shown to be unrea- 
sonable. Many of the matters now urged upon our at- 
tention were fully considered in that case. We find noth- 
ing in the record to justify a ruling on the question of 
the reasonableness of the rates here involved different 
from that announced:in the Baltimore case. 

On the question of discrimination complainants rely 
in part upon the fact that in many instances the aggre- 
gates of the intermediate rates from the eastern points 
to the South, based on Washington combinations, are 
greater than when based on Baltimore or Richmond com- 
binations. But if it were conceded that in this situation 
there is unjust discrimination against Washington in favor 
of Baltimore and Richmond it would not necessarily fol- 
low that the discrimination would be due to unlawfulness 
in the rates to Washington. This matter is further con- 
sidered in a later part of this report, which deals with 
the rates from Washington to the South. 

8. Another feature of the alleged discrimination 
arises from the fact that all the rates to Washington 
are governed by official classification, whereas the rates 
to Richmond from some of the same points are governed 
by southern classification. On many articles of freight 
the official classification carries higher ratings than the 
southern, and this frequently results in higher transpor- 
tation charges to Washington than to Richmond. The 
carriers participating in these rates applied for relief from 
the long-and-short-haul rule of the fourth section of the 
act, and their application was heard in connection with 
these proceedings. 


The rail rates from New York, with slight exceptions 
as to the last three classes, are the same numerically to 
both Washington and Richmond, and this is true of the 
rates from Boston. On freight from New York to Rich- 
mond the southern classification governs under some tariffs 
and the official classification under others. The southern 
classification also governs from a number of other New 
York points and from numerous points in New Jersey. 
On commodities which carry the lower ratings of the 
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southern classification the freight charges from such 
points to Richmond are lower than to Washington. 

The rail carriers claim that the lower rates to Rich- 
mond are due to water competition. They show that the 
distance by water from New York to Richmond is about 
80 miles less than to Washington, whereas the distance 
by rail is about 116 miles greater. The water rates from 
New York to Norfolk, Richmond, and Washington are the 
same, with slight differences in some of the intermediate 
classes, and are on a scale of 32 to 12 cents. The rail 
carriers maintain the same rates to Norfolk as the water 
carriers, but to Richmond and Washington the rai] rates 
are certain differentials over the water rates, varying 
from 5 cents first class to 2 cents six class. This was 
said to be due to the fact that to Norfolk the water route 
is the shorter and the service very expeditious, whereas 
traffic by water to Richmond or Washington has to be 
transferred at Norfolk, which retards the service and af 
fords opportunity for higher rates by rail. 

The rail carriers say they can not meet water com- 
petition at Norfolk at rates higher than the water rates, 
but they can in some measure meet such competition at 
Richmond and Washington on the scale of rates now in 
effect. If it were not for the fact that the rates to 
Washington are governed by one classification and those 
to Richmond by another, the two points would be on 
practically the same rate basis from New York as well 
as from Boston. 

The evidence shows that the rates to Richmond are 
affected by water competition, but the same is true of 
the rates to Washington; and we do not think the record 
furnishes justification for lower rail rates to Richmond 
than to Washington on account of such competition. 

Washington is intermediate to Richmond on the all- 
rail routes from New York. It is not shown that water 
competition is enough stronger, if stronger at all, at 
Richmond than at Washington to justify a difference in 
the all-rail rates in favor of Richmond. That portion 
of fourth section application No. 1781 which asks au- 
thority to continue lower rates to Richmond than to 
Washington on the several classes of freight from New 
York and other eastern points will be denied. An order 
to that effect will be entered. 

Reparation is asked on past shipments under the 
higher rates to Washington, but under the authority of 
the case of Appalachia Lumber Co. v. L. & N. R. R. Co., 
25 I. C. C., 193, 197 [The Traffic World, Dec. 21, 1912, p. 
1006], reparation can not be allowed. See also Janesville 
Clothing Co. v. C. & N. W. Ry. Co., 26 IL C. C., 628, 630 


[The Traffic World, May 10, 1913, p. 1022]. 


4. Complainants showed that the rates from Wash- 
ington to the Carolinas and the southeast are in many 
instances higher than the aggregates of the intermediate 
rates based on Alexandria. This situation is embraced 
in applications by the southern carriers under the fourth 
section of the act, which applications were set down for 
hearing in connection with these proceedings. Counsel 
for the Southern, the Washington Southern, and the Rich- 
mond, Fredericksburg & Potomac railways appeared at 
the hearing and announced the intention of these lines 
to publish as soon as practicable all-rail rates from Wash- 
ington to the southern points here involved, the same as 
the Baltimore water-and-rail rates to such points. After 
the hearing the Atlantic Coast Line informed the Com- 
mission that it would “also establish from Washington 
to points in the Carolina territory rates all rail the same 
as from Baltimore to the same points via rail and water.” 
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No evidence was offered to justify the present adjus 
ment, and in the face of the lower combinations of 
termediate rates such adjustment necessarily falls withir 
the condemnation of the statute, and the through rate 
are to that extent unlawful. The proposed readjustmen 
when put into effect may entirely remove this unlawful 
ness. Counsel for complainants have expressed satisfac. 
tion with it. 

Within the last few days a supplement to the tariff 
covering rates from Washington to the South has been 
filed, to become effective June 15, 1914, apparently in 
accordance with the proposition made at the hearing. 
From a cursory examination of this tariff it appears that 
in many instances the through rates from Washington 
to points in the South will be considerably lower than 
the aggregates of the intermediate rates based om Alex 
andria. It also appears that this new adjustment, when 
it becomes effective, will remove the discrimination as 
to lower combination rates from eastern points to the 
South via Baltimore than via Washington. It will like. 
wise very materially relieve the situation complained of 
in this respect as compared with Richmond. The con- 
bination rates to the South based on Richmond will still 
be somewhat lower than like combinations based on 
Washington; but, upon the record now before us, we do 
not find that the difference in favor of Richmond will be 
disproportionate. 

Under the circumstances, no order will be made with 
respect to the rates from Washington to the South at 
this time. The proceedings will be held open for a rea 
sonable time after the effective date of the tariff referred 
to, in order to afford opportunity to shippers to become 
acquainted with the operation of the new schedules. If 
it should be developed that the relief is not in all respects 
what the law demands, the facts may be brought to the 
attention of the Commission with a view to such further 
relief as may be deemed proper. 

Reparation is asked on past shipments as to this 
branch of the case, but no evidence of shipments, or of 
damage to shippers, has been submitted. The readjust- 
ment referred to will not warrant reparation beyond the 
basis of the aggregates of the intermediate rates. Whether 
Washington shippers are entitled-to reparation for the 
difference between the rates paid by them and the aggre- 
gates of the intermediate rates in effect at the time their 
shipments moved will be determined after opportunity has 
been afforded for the submission of evidence on that 
question, and the proceedings will be held open for tliat 
purpose also. 

FOURTH SECTION ORDER NO. 3930. 

It is ordered, That that portion of application, No 
1781, which seeks authority to continue lower rates on 
articles moving under class rates from New York, N. Y 
Philadelphia, Pa., and other points to Richmond, \a 
than the rates concurrently in effect on like traffic (0 
Washington, D. C., be, and it is hereby, denied, effective 
August 15, 1914. 
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STORE DOOR DELIVERY 


Case No. 6052. (30 I. C. C. 455-460.) 


JUDD & DETWEILER, INC., VS. BALTIMORE & O!''0 
RAILROAD CO. ET AL. 


Submitted May 6, 1914. Decided May 19, 1914. 
On the facts of —eaeeen. following Merchants & Mfrs. Assn 
B. & O. R. Co., ante, page 388, Held: 


1. That ethan were warranted in their withdrawal! 
store-door delivery at Washington, D. C., which, with « 
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tain ‘éxceptions, embraced the first four classes of freight 
from defined eastern and New England territory. 

That complainant’s allegations in other respects are not sus- 
tained. Complaint dismissed, 


J. B. Daish and J. R. Hoover for complainant. 

W. C. Coleman for Baltimore & Ohio Railroad Co. 

Henry Wolf Biklé for Pennsylvania Railroad Co. and 
ifiliated lines, 

Report of the Commission. 
DANIELS, Commissioner: 

Complainant is a corporation engaged in the printing 
nd publishing business at Washington, D. C. By com- 
plaint, filed Sept. 3, 1913, it assails as unreasonable, unjustly 
discriminatory, and unduly prejudicial the rates charged 
by defendants for the several classes of freight from Bos- 
ton, Mass., New York, N. Y., and Philadelphia, Pa., to 
Washington. At a subsequent date several other cor- 
porations and a number of individuals and firms of Wash- 
ington were permitted to intervene, but-no evidence was 
offered by them. 

The rates assailed are, in cents per 100 pounds, as 
follows: 

From— y 2 3 + 5 6 
Boston 34 27 22 20 
New York ‘ 26 20 15% 13 
Philadelphia 25 20 16 13 11 

From the points named, and from other eastern and 
New England points, the first four classes of freight, with 
certain specified exceptions, for many years were given 
store-door delivery by the carriers only within certain pre- 
scribed limits at Washington. A similar service had been 
accorded by the same carriers at Baltimore, Md., as to the 
first three classes, with certain exceptions. 

The matter of store-door delivery at Washington has 
been several times before this Commission: Casassa vs. 
P. R. R. Co., 24 I. C. C., 629 [The Traffic World, Aug. 10, 
1912, p. 261]; Anacostia Citizens Asso. vs. B. & O. R: R. 
Co., 25 I. C. C., 411 [The Traffic World, Jan. 11, 1913, p. 
117]; and Washington, D. C., Store-door Delivery, 27 I. 
C. C., 347 [The Traffic World, July 5, 1913, p. 13]. In the 
case last cited we held that to discontinue the service at 
Washington while maintaing the same kind of service at 
Baltimore would cause undue discrimination, and our order 
required its continuance at Washington so long as main- 
tained at Baltimore. To comply with our order the carriers 
withdrew the service at both Baltimore and Washington, 
and the withdrawal became effective Sept. 1, 1913. 


The chief contention by complainant is that the dis- 
continuance of the service, without change in the rates, 
was tantamount to an increase in the freight charges on 
the first four classes, and that the present rates for those 
classes are unreasonable to the extent of such increase. 
It is also contended that the rates for all the classes are 
unreasonable and unjustly discriminatory when compared 
with rates for similar distances between other points in 
the same general territory. 

Store-door delivery was first established at Washington 
in March, 1883. Facilities for station delivery were then 
very meager, and it was said the carriers found it necessary 
either to enlarge their freight stations or to adopt the store- 
door method of delivery. A witness for the Pennsylvania 
lines, from personal knowledge of the beginning of the 
service, testified with respect thereto as follows: 


it was inaugurated on account of the acute congestion at 
the freight station, which, at that time, was very small, and 
the freight had outgrown this small freight station. The house 
was so congested that it was impossible to get freight out and 
wait for the consignee to call for it. The management finally 
decided to adopt the same delivery that was in effect in Balti- 
more, and therefore they made that arrangement with the 
Knox Express Co. to handle it. . 
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There is other testimony to the effect that the original 
purpose was to relieve congestion at the freight stations, 
and to avoid the expense necessary to provide for station 
delivery. Why such a delivery was confined to freight 
originating in a defined territory, rather than accorded to 
freight irrespective of its origin, is not satisfactorily dis- 
closed of record. Had the service been universally ac- 
corded, the alleged cause for the introduction of free de- 
livery would be less open to doubt. — 

The record, however, is devoid of evidence to show 
that upon the institution of store-door delivery in Wash- 
ington, there was an offsetting increase in the rates, At 
the same time the positive evidence that there was no such 
increase rests upon the recollection of a single witness. 
It is perhaps wisest to say that the record upon this point 
is meager, but indicates that whatever caused the insti- 
tution of the free delivery, no contemporaneous increase of 
rates was made. 

The record reads as follows: 


_ Mr. Bikle. Were you connected with the Philadelphia, Bal- 
timore & Washington R. R. when the practice of store-door 
delivery was begun in Washington? 

Mr. Bowie. Yes; I was with the company when the store- 
door delivery was inaugurated in March, 1883. 

Mr. Bikle. Have you a personal recollection of the inaugu- 
ration of the practice? 

Mr. Bowie. Yes, sir; I made the first delivery of free-de- 
livery freight to the Knox Express. 

Mr. Bikle. Haye you any recollection as to whether the 
rates were raised in 1883 from or to Washington? 

Mr. Bowie. No; not raised. Some years later—I am not 
quite sure when—they were reduced. 

‘The evidence is not definite as to the cost of the de- 
livery service to the carriers. The average was about 5 
cents per 100 pounds, including clerk hire and station or 
platform work in connection with it. In recent years the 
carriers have made large and extensive improvements In 
their terminals at Washington. These improvements were 
well advanced toward completion in 1910; and it was said 
that store-door delivery could have been withdrawn at an 
earlier date than Sept. 1, 1913, without serious incon- 


venience to shippers as regards the delivery of freight. 

The service at Baltimore was established in 1867, and 
at Washington the arrangement, which began in 1883, fol- 
lowed closely that at Baltimore, except that it embraced 
four classes instead of three. In 1883 rates were issued by 
the Pennsylvania lines in four classes only. From New 
York to Washington they were 55 cents first class, 45 cents 
second class, 30 cents third class, and 25 cents fourth 
class. In 1887 rates were published in six classes from 
New York to Washington on a basis of 35 cents first class 
and 13 cent sixth class. In 1903 the present scale was 
published, as follows: 


5 6 
15.5 13 


3 4 
26 20 


There is nothing in these adjustments seeming to in- 
dicate that the cost of store-door delivery was provided for. 
The interclass relation of the rates tends to support the 
contrary view. The spreads between the fourth and fifth 
class have uniformly been less than between the higher 
classes. The rates are substantially the same today as 
they have been for more than 20 years, and this is, like- 
wise true of the Boston and Philadelphia rates. It is to 
be further observed that the spread between the present 
rates for the fourth and fifth classes is 5 cents from Boston, 
4.5 cents from New York, and 3 cents from Philadelphia. 
As to all the classes the average spread from Boston is 5 
cents, from New York 4.8 cents, and from Philadelphia 3.4 
cents. The spreads between the fourth and fifth classes 
and the average spreads as to all the classes are the same 
from Boston, and vary only a fraction of a cent from the 
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other two points. These spreads do not quantitatively 
support the theory of a hump in the rate structure as to 
the first four classes to cover the cost of the delivery 
service. 

Defendants refer to the New York-Chicago scale of 
rates as in their opinion a reliable basis for purposes of 
comparison of the normal quantative relationship of the 
rates for various classes. The scale is as follows: 

ee 1 2 3 i 5 *6 
RO eink vnc dened 76 60 50 35 30 25 

It is to be observed that the first-class rate is just 
three times the sixth-class rate. Defendants say this is 
a normal relation, and they insist that compared there- 
with, the rates in question do not indicate any unusual 
hump in the rate structure of the first four classes. In 
each instance the first-class rate is less than three times 
the sixth-class date. 

This ratio between rates for first class and sixth class 
is not exactly true, however, of rates to Washington from 
points whose freight was not entitled to store-door de- 
livery, as shown in the following table: 


From— Miles. 1 2 3 + 5 6 
Pitteburgh, Pa. «..cccccee 295 37 31 27 1s 15 12 
BOTRMION, PO ccccccccccce 260 37 31 27 18 15 12 
MISO PO. cicsccccccccses 255 36 3u 26 17 14 ll 
Johnstown, Pa. .......++. 246 36 30 26 17 14 ll 
Wilkes-Barre, Pa. ....... 242 37 3 27 13 15 12 
Fairmont, W. Va. .....--. 276 37 31 27 18 15 12 


From each of the points named the first-class rate to 
Washington is more than three times the sixth-class rate. 
It is also to be observed that the differences in the rates 
as between the fourth and fifth classes are but slight. 

From Boston and New York the differences in the 
rates between the third and fourth classes are 7 cents and 
and 6 cents, respectively, whereas from Pittsburgh and 
the other points in the table the differences as to the same 
classes are considerably greater. These comparisons do 
not support the view that the rates on the’ first four 
classes from Boston, New York, and Philadelphia were 
augmented to cover the cost of store-door delivery. 

It is im evidence that there were prior to Sept. 1,1913, 
two scales of rates in effect between Baltimore and Wash- 
ington, one on a basis of 22 to 13 cents and the other on 
a basis of 15 to 7 cents. This was explained by the fact 
that the higher seale included the double service of col- 
lection at one point and delivery at the other. The higher 
scale was further explained by testimony to the effect that 
there existed between Baltimore and Washington what was 
known as “The Washington Fast Freight Line,’ which was 
operated by transfer companies in either city in con- 
junction with the railroad, and that the higher scale ap- 
plied only to this expedited service. 


The issues in this case are analogous to those in Mer- 
chants & Mfrs. Asso. vs. B. & O. R. R. Co., ante, p. 388. 
The class rates between New York and other eastern 
points on the one hand, and Baltimore on the other, were 
there attacked. The matter of store-door delivery was in- 
volved there as here, except as to the number of classes 
to which it applied, Reliance was had in that case as in 
this upon a letter from a traffic official of the Pennsylvania 
lines to the Philadelphia Chamber of Commerce, dated 
April 14, 1910, which contained a statement relating to 
store-door delivery at Baltimore, in part as follows: 

This condition has existed for some thirty-odd years, it 
nontngs been in effect when we took over the old Philadelphia, 
Wilmington & Baltimore R. R., and in looking into the matter 
many years ago we discovered that the rates were adjusted by 
adding to the then railroad rates to Baltimore rates per 100 


pounds for cartage, which rates were furnished by responsible 
transfer companies in Baltimore; this being necessary owing to 
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the water lines making delivery. This free delivery covers 
stricted territory. 


Nothing was said in the letter with respect to the 
Washington situation; and even if it be true that when the 
service was inaugurated at Baltimore in 1867 the rates were 
adjusted by adding the cost of cartage, it would not 
necessarily follow that the same thing was done when the 
service was established at Washington 16 years later, 

In the Baltimore case We held that the carriers were 
warranted in the withdrawal of store-door delivery, and we 
declined to disturb the rates there involved, which included 
the class rates from Boston, New York, and Philadelphia 
to Baltimore, The rates to Washington are made by adding 
the usual differentials, Washington over Baltimore. As to 
the lawfulness of these differentials no question is raised. 
Except as above pointed out, the facts of this case are the 
same in all material respects as in the Baltimore case, and 
we find nothing in the record to justify a conclusion differ- 
ent from the one announced in that case. The principal 
matters now urged on our attention are fully discussed in 
the Baltimore case, and it would serve no useful purpose 
to repeat here the discussion of them. 


It is proper to observe that in-the matter of facilities 
for station delivery the present situation at Washington 
is superior to that at Baltimore. Because of the improve. 
ments of recent years in the terminals at Washington, the 
change from the former service to the ordinary and usual 
method of station delivery was readily accomplished with- 
out congestion or unusual delays. A Washington freight 
agent of the Pennsylvania lines testified on this subject 
as follows: 


I had anticipated that we would have some trouble at the 
beginning of the new arrangement; that is, the dropping of free 
delivery, before the consignees had made their contracts with 
the drayage companies, but much to my satisfaction and grati- 
fication, we handled the business last year easier than any 
time in the past. 


In the Baltimore case it appeared that immediately fol- 
iowing the withdrawal of the service there was congestion 
at the freight stations which for a time was of a serious 
nature; and we there took occasion to emphasize the duty of 
the carriers to provide adequate terminal facilities so as 
to enable them promptly to meet all reasonable demands 
under the changed conditions. 

Upon consideration of all the facts of record we do 
not find that the rates here in question are unreasonable, 
or that their effect is to subject complainant to unjust dis- 
crimination or undue prejudice. The complaint must be 
dismissed, and it will be so ordered. 





ORDER. 


It is ordered, That the complaint in this proceeding be 
and it is hereby, dismissed. 


PROPORTIONAL COAL RATES 


|. AND S. NO. 367 (30 I. C. C., 465-466) 
PROPORTIONAL RATES ON COAL FROM OHIO COAL 
FIELDS TO MISSISSIPPI RIVER CROSSINGS. 


Submitted April 23, 1914. Decided May 11, 1914. 

The cancellation of the proportional rate of $2.10 per net ton 
from the Ohio coal fields to the upper Mississippi Rive! 
crossings, Seon on bituminous coal destined to points 
west thereof, not justified. 

James A. Fenelon for Clark Coal & Coke Company, 
protestant. 
F. B. Townsend for Minneapolis & St. Louis Railroad 

Company. 

D. P. Connell for New York Central lines. 


F. V. Davis for carriers parties to the suspended tariff. 
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Report of the Commission. 
iMENTS, Commissioner: 

Che tariff involved in this proceeding, the operation 
yf which has been suspended until Sept. 12, 1914, is sup- 

ement No. 2 to I. C. C. No. 29 of F. V. Davis, agent, 

its effect would be to cancel a proportional rate of 

per net ton from the Ohio coal fields to the upper 

Mississippi River crossings, applicable on bituminous coal 
destined to points west thereof. 

The usual basis of rates on bituminous coal from the 
Ohio fields to territory west of the Mississippi River is 
combination on Chicago, Ill, or St. Louis, Mo. The local 
rate to the former from a majority of the mines in that 
state is $1.65 per net ton. The local rate to the latter, 
$2.10, for a number of years has been carried to the upper 
Mississippi River crossings as a proportional on traffic 
destined to points west of the river. The lines from 
Peoria, Ill., publish proportional rates from their respective 
Mississippi River crossings to interior Iowa which gen- 
erally are lower than the local rates from Chicago by 45 
cents, the amount which the proportional rate to the river 
exceeds the local rate to Chicago, thus equalizing rates 
via these routes. In this way the Minneapolis & St. Louis 
Railroad, the only line serving Peoria and interior lowa 
which has not a direct line from Chicago, is enabled to 
participate in the traffic. The local rate from the Ohio 
mines to Peoria is $1.85 per net ton, and the rates from 
that point and from Chicago to points in Iowa on the 
Minneapolis & St. Louis are the same; consequently the 
combination on the former is 20 cents per ton higher than 
on the latter and the effect of the suspended tariff would 
be to divert through Chicago such bituminous coal as now 
moves through Peoria. 

The reason assigned by the respondents for the can- 
cellation is the demand, made first by the Rock Island 
and later by other lines, as a condition to the continuance 
of this proportional rate, that there be included in the 
tariff about three pages of restrictive matter, the purpose 
of which is to prevent the use of such a rate in a way 
to make lower charges than the combination on Chicago 
or St. Louis. The respondents did not feel justified in 
incurring the expense of reprinting the tariff with the 
additional matter, as after investigation they reached the 
conclusion that it was of no value either to the originating 
carriers or to the public. With the exception of the Balti- 
more & Ohio, which does not reach Peoria and which 
had previously limited the application of the rate in ques- 
tion via South Chicago, the respondents express no ob- 
jection to continuing the proportional if it appears neces- 
sary in order to properly serve the public. 

The Clark Coal & Coke Company, of Peoria, pro- 
tested the cancellation mainly on the following grounds: 
The practice of this company is to bill coal to Oskaloosa 
or Marshalltown, Iowa, and later reconsign it, the Minne- 
apolis & St. Louis allowing three days free time for this 
purpose. About 90 per cent of the coal handled by this 
Protestant is sold while en route, and if it could not be 
routed through Peoria in connection with the Minneapolis 
& St. Louis, which has about 800 miles of line in Iowa 
and serves most of its principal cities, but had to move 
via Chicago, the protestant would lose to a great extent 
the benefit of this privilege and consequently would suffer 
loss of business. In addition it is claimed that the traffic 
is subject to considerably greater delays when billed 
through Chicago, due to the frequency of congestion in 
the yards at that point. 5 

The position of the Minneapolis & St. Louis is prac- 
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tically that of a protestant, for with the cancellation of 
this proportional rate it will be able to participate in this 
traffic, it states, to but a limited extent, its participation 
depending upon the equalization of rates via the two 
routes and the reconsigning privilege referred to. 

Upon consideration of the facts of record we are of 
opinion that the carriers have not justified the proposed 
cancellation. An order will therefore be entered requiring 
the respondents to cancel the suspended tariff and to 
maintain the proportional rate in question as a maximum 
for a period of not less than two years. 


ORDER. 

It is ordered, That the carriers respondent herein, and 
designated in said tariff, be, and they are hereby, notified 
and required to cancel, on or before July 15, 1914, the 
rates, charges, practices, and regulations stated in the 
schedules specified in said orders of suspension. 

It is further ordered, That said carriers shall con- 
tinue in force and for a period of not less than two years 
from said July 15, 1914, apply to the transportation of 
the traffic described in said schedules from the points of 
origin to the points of destination named in the schedules 
covered by said orders of suspension a proportional rate 
not in excess of that applicable to such traffic from said 
points of origin to said points of destination in effect over 
the routes therein named on Nov. 3 1913. 


INCREASED RATES PERMITTED 


(30 1, C. C. 479-487.) 
CLASS AND COMMODITY 


RATES. 


Submitted April 2, 1914. Decided May 19, 1914. 

Respondents propose to increase the class rates and certain 
commodity rates from New Orleans, Harvey and Port Chal- 
mette, La., to Brownsville, Tex. The present rates to 
Brownsville violate the fourth section both as to points of 
origin and as to points of destination and were established 
to meet water competition. The suspended rates are based 
on the rate from New Orleans to Texas common points, plus 
the regular Brownsville differential. At the hearing re- 
spondents modified their proposal to the extent of observing 
Houston combinations as maxima wherever they are lower 
than the suspended rates: Held, That rates proposed by 
respondents at the hearing should be permitted to become 
effective with the exception of the rate on roasted. coffee, 
which should be no higher than 5c over the rate contem- 
poraneously maintained on green coffee. 


John A. Smith for New Orleans Board of Trade. 

D. A. O’Brien for Brownsville Chamber of Commerce. 

Claud Pollard, Andrews, Ball.& Streetman, and R. C. 
Fulbright for St. Louis, Brownsville & Mexico Railway Co. 
and its receiver. 


Report of the Commission. 
MEYER, Commissioner: 

In this proceeding we have under consideration. re- 
spondents’ proposal to increase the class rates and certain 
commodity rates from New Orleans, Harvey, and - Port 
Chalmette, La., to Brownsville, Tex. Upon protest filed 
by the New Orleans Board of Trade and the Brownsville 
Chamber of Commerce the tariff schedules containing these 
increases were suspended pending this investigation, At 
the hearing respondents offered to use the Houston com- 
binations, which in several instances are lower than the 
suspended rates, as maxima to Brownsville. These rates 
will hereinafter be designated as the “proposed rates,” the 
rates now in effect as the “present rates,” and the rates 
in the suspended schedules as the “suspended rates.” 

Brownsville is located on the Mexican border, about 
20 miles west of the mouth of the Rio Grande River. It 
is served by the St. Louis, Brownsville & Mexico Rail- 
way, which extends from Houston to Brownsville. This 
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carrier is part of the St. Louis & San Francisco Railroad Min. wt. 44-800 Ibe. oe — ‘te ‘a5 4 

system. The route from New Orleans to Houston over  Fastenings, iron and 

which the rates herein involved apply is composed of the we 20,000 TE... ae a ee 


New Orleans, Texas & Mexico Railroad from New Orleans 
to the Texas-Louisiana boundary, and the Beaumont, Sour 
Lake & Western Railway beyond, both of which are also 
part of the St. Louis & San Francisco Railroad system. 
These three carriers assumed the burden of justifying the 
proposed increased rates. 

Brownsville is in what is commonly known as differ- 
ential territory, as distinguished from Texas common point 
territory. In the Texas Common Point Case, 26 I. C. C., 
528, 529 [The Traffic World, April 19, 1913, p. 862], these 
territories dre defined as follows: 

- common point territory, as now constituted under the 
tariffs of interstate carriers, comprises all that part of Texas 
lying east of a line commencing at Quanah on the north and 
running thence in a southerly direction through Big Springs 
and San Angelo to Corpus Christi on the Gulf of Mexico. 

The territory lying west and south of the common 


point territory is known as differential territory, and to all 
points within it rates are made by adding differentials to the 


common point rates. 

Texas common point territory extends as far south 
on the St. Louis, Brownsville & Mexico Railway as Sinton, 
Tex., 578 miles from New Orleans, and Corpus Christi, 
Tex., which is 614 miles from New Orleans, but not on the 
direct line to Brownsville. The distance from New Orleans 
to Brownsville is 740 miles. 

The table given below shows among other things the 
present rates from New Orleans, Harvey, and Port Chal- 
mette, to Brownsville, the suspended rates and the pro- 
posed rates. Ordinarily New Orleans rates apply from a 
large number of other Louisiana points besides Harvey and 
Port Chalmette which are contained in Group A in the 
tariffs herein involved, and will hereinafter be referred to 
as Group-A points. The table below also includes rates 
from Group-A points other than New Orleans, Harvey, 
and Port Chalmette to Brownsville, and also rates to Texas 
common points from all Group-A points, including the three 
just mentioned, and to Houston and Galveston, Tex., from 
New Orleans and some of the Group-A points. 


RATES FROM NEW ORLEANS, HARVEY AND PORT CHAL- 
METTE, LA., TO BROWNSVILLE, TEX., PER 100 LBS. 





. © oe 2a Ras 
“Se om ge &° 
aA . af o£8 oa” 
Suhc a te bec. 
ofef 90°93 oesy 
g GSES SS BSy pOke 
Classes and @ % woe $2 2Se ©p0. 
commodities. < go "3 = 4ZO,.. A4asrs 
x 3 sSe5 ~~ gar? 63.2 
- 3 050 BS sage Sess 
= S "Of $9 “gak Moa ie 
& & o8rs 2 oB%9 sts 
2 2 @gROm PR gase Gand 
aQ mM & mo [ow ow) 
First.class .......... $1.37 $1.68 $1.68 $1.68 $1.37 $0.80 
Second class ........ 1.15 1.45 1:45 1.45 1.15 .64 
Third class .......... 94 1.28 1.28 71.21 94 -50 
Fourth class ........ .87 1.22 1.22 271.08 .87 40 
a OS rere .58 91 1 =? .85 .69 .33 
Class A .61 .94 94 * .90 -72 .35 
Class 2 85 = 2: 37 .64 30 
Class 48 66 66 .66 52 27 
Class 42 52 52 .52 40 26 
Class E .38 44 44 44 33 25 
Bags and bagging, C. L.: 
in. wt. 000 Ibs. .42 oot ee ha vies 15 
Min. wt. o* ,000 Ibs. ... 54 54 54 32 
Cement, C. 
Min. wt. T4000 Ibe. 48% .... hhc nae peas ena 
Min. wt. 40,000lbs. ... 46 46 7 .46 34 * 18% 
Coffee: 
Green, C. L., min. 
wt. 30,000 Ibs.... .60 81% 81% .67% 59% * .20% 
Roasted, C. L., min. 
wt. 30,000 Ibs.... .60 86% 86%? .85 64% .33 
Cotton fabrics: i 
Any quanity ...... 1.22 1.52 1.52 atin 0 1,21 .63 
Cc. L., min, wt. 20,- 
000 ‘Ibe. Fo sae eaters 21.18 
e *1,31 


lL. C. 
Rails cat steel ties, C. lL: 


Rails and elnee 
in mixed carload, C. 
L., min. wt. 40,000 


a" teetackouwinee 5.38 
Lime, C. L., min. wt. 
Ft YY eae arr 43 41 41 41 .39 9 


Lime, in mixed car- 

loads with cement, 

C. L., min. wt. 38,- 

CUO Ts icc oes bw adadas .43 .56 56 7 .49 .44 0 
Molasses, in straight 

carloads or in mixed 

aon with sugar, 


Min. wt. 30,000 Ibs. .48 esa «tas Jules 44 

Min. wt. 24,000 lbs. ... -66 .66 52 cafes 22 
Sugar, C. L., min. wt. 

wt. 24,000 Ibs, .... .48 -66 .66 -52 -44 18 


Packing house prod- 
ucts, C. L., min. wt. 
PEO Ws acacchce 52 .76 16 62? .76 .54 
*Group A includes points in Louisiana which ordin arily 
take the New Orleans rates, to which rule, however, the pres- 
ent rates from New Orleans, Harvey and Port Chalmette to 
Brownsville are exceptions in that they are lower than the 
rates from the remainder of Group A. 
? Houston combination. 
* Rate to Houston, 16 cents. 
* Rate to Galveston, 15% cents. 
*’ Applies only on rails, etc., for other than regularly char- 


tered steam railways. 
* Rails, steel cross ties and fastenings may be shipped in 


mixed carloads at the carload rate on each, subject to minimum 
weight of 20 tons of 2,240 pounds each. 

It will be observed that the present rates from New 
Orleans, Harvey and Port Chalmette to Brownsville are 
in many instances the same, in a few instances lower, and 
in others slightly higher than those to Texas common 
points. With the exception of the rates from the three 
points above named those from Group-A points to Browns- 
ville are in each case made by adding published class dif- 
ferentials to the rates to Texas common points. Through 
the suspended rates respondents have attempted to raise 
the rates from New Orleans, Harvey, and Port Chalmette 
to the basis in effect from the remainder of Group A. In 
this connection it should be noted that a large number 
of commodity rates from New Orleans and the other two 
points named to Brownsville are upon the same basis as 
those from the remaining Group-A points, namely, the reg- 
ular Brownsville differentials over Texas common poit 
rates, and likewise the rates on all classes and commodities 
from all Group-A points, including New Orleans, Harvey, 
and Port Chalmette, to all points other than Brownsville in 
the differential territory of the St. Louis, Brownsville & 
Mexico Railway. It should also be noted that Group A 
includes points on the New Orleans, Texas & Mexico Rail: 
road west of New Orleans, and that the present rates from 
New Orleans, Harvey and Port Chalmette violate the fourth 
section of the Act in so far as they are lower than those 
to Brownsville from intermediate points. 

Thus, for example, while the present first-class rate 
from New Orleans to Brownsville is $1.37, it is $1.68 from 
De Quincy, 232 miles west of New Orleans on the line of 
the New Orleans, Texas & Mexico Railroad. The fourth 
section is also violated by the present rates when destil- 
ations are considered. This is illustrated by the present 
first-class rate from New Orleans to Brownsville, which is 
$1.37, while the first-class rate to Olmita, Baneda, and Sal 
Benito, Tex., is $1.68. These points are intermediate to 
Brownsville from New Orleans. The distance to O!mita 
is 731 miles, to Baneda 726 miles, to San Benito 721 miles, 
as compared with the distance of 740 miles from New OF 
leans to Brownsville. The present first-class rate of $1.37 
from New Orleans to Brownsville exceeds that to inter 
mediate points as far back as Odem, Tex., to which poitt 
the rate is $1.42 for a distance of 585 miles. The present ‘ifth- 
class rate from New Orleans to Brownsvile is 58 cents and 
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ites the fourth section as far back as Buckeye, Tex., 
which is 465 miles from New Orleans and has a fifth-class 
rate of 59 cents. The fourth section violations are, of 
se, most flagrant at points close to Brownsville. These 
mples are typical not only of the class rates, but also 
of the commodity rates herein involved. In many instances 
goods can be shipped from New Orleans to Brownsville 
and back again to points on the line of the St. Louis, 
Brownsville & Mexico Railway at a lower charge than if 
shipped direct from New Orleans. This is true both of 
class rates and of commodity rates. In some instances the 
back haul ig as great as 100 miles. 

Che extraordinary situation presented by the rates 
now in effect to Brownsville, of fourth section violations 
both as to points of origin and as to points of destination 
would seem to be due to the fact that the rates from New 
Orleans, Harvey and Port Chalmette to Brownsville, were 
criginally established to meet water competition. While 
the Rio Grande River affords no feasible water route to 
Brownsville, a water-and-rail route was formerly operated 
via Point Isabel, Texas. Point Isabel is located on Laguna 
Madre, a narrow strip of water between Padre Island and 
the mainland of Texas, Entrance to the harbor is through 
the pass between Padre Island and Brazos Island. Prior 
to the advent of the St. Louis, Brownsville & Mexico Rail- 
way in 1904 supplies for Brownsville moved by steamer or 
schooner from Galveston or New Orleans to Point Isabel, 
and beyond over the line of the Rio Grande Railway, a 
narrow-gauge line which extends from Point Isabel to 
Brownsville, a distance of 22 miles. In 1905 the controlling 
stock in this railroad was sold, and shortly thereafter trans- 
ferred to the interests which control the St. Louis, Browns- 
ville & Mexico Railway Co. 

The testimony shows that until July, 1906, the Steam- 
ship Manteo maintained a more or less regular service 
between Galveston and Point Isabel. Through routes and 
joint rates were maintained between New Orleans and 
Brownsville over the Southern Pacific lines from New 
Orleans to Galveston, the Steamship Manteo from Gal- 
veston to Point Isabel, and the Rio Grande Railway thence 
to Brownsville, The rates established by respondents soon 
after the St. Louis, Brownsville & Mexico Railway entered 
Brownsville were, insurance considered, substantially the 
same as those maintained via the steamship and its rail 
connections, but higher than those charged by schooners. 
The latter, however, made trips only as cargoes were of- 
fered for shipment. The so-called water competitive rates, 
with slight modification in 1906 and again in 1908, have 
been maintained by respondents to the present time. 

Much testimony was introduced with regard to the 
character of the former rail-and-water service and the con- 
dition of the harbor at Point Isabel. The former owner and 
captain of the Steamship Manteo testified that while the 
round trip from Galveston to Point Isabel and back should 
not under ordinary circumstances have taken longer than 
30 hours, the average round trip consumed approximately 
20 days, due principally to delays occaisioned by the shallow 
and rough bar at the entrance of the harbor and the 
treacherous channel. Boats were usually unable to land 
their cargo at the wharf at Point Isabel, but had to effect 
4 landing with the assistance of lighters. Nearly $250,000 
was expended in improving the harbor at about the time 
the St. Louis, Brownsville & Mexico Railway entered 
Brownsville, However, in 1909, when a survey was made 
by a board of engineers of the War Department for the 
purpose of determining the advisability of making further 
‘Mprovements, their report showed that the channe] which 
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was dredged in 1905 and completely disappeared. It was 
recommended that for the present no further attempts be 
made to improve the harbor. The steamship service was 
abandoned in 1906, due in part to the rail competition 
and in part to the unfavorable conditions of the harbor 
at Point Isabel. At present no active water competition 
exists from New Orleans to Brownsville via Point Isabel, 
and there is no prospect of its reestablishment in the 
near future. 

Respondents argue that the present adjustment of 
rates from New Orleans to Brownsville is unnatural be- . 
cause of the fourth section violations involved and further- 
more that the proposed rates are just and reasonable 
when the character of the service performed and the condi- 
tions of transportation over their lines are considered. 


From the testimony it appears that the line of the St. 
Louis, Brownsville & Mexico Railway from Houston to 
Brownsville extends through an undeveloped and very 
sparsely settled territory. ‘his is true to a somewhat less 
degree of the lines of the other two respondents. lt was 
shown that the population of all stations on the route from 
New Orleans to brownsville, excepting New. Orleans, is 
128,239, of which practically two-thirds live within the City 
of Houston. Brownsville, with 10,000 inhabitants, Baton 


Rouge, with 15,000, and Beaumont, with 20,000 constitute 
the only other towns of any magnitude along the entire 


line. Outside of these cities the total population of all 
other towns along the 740 miles of railroad is only 29,079. 
lt appears that in the division of the rates from New 
Orleans to the differential territory on the line of the St. 
Louis, Brownsville & Mexico Railway the latter receives 
55 per cent of the rate, and upon the haul from points 
east of New Orleans 63 per cent of the amount apportioned 
to the lines west of New Orleans. ‘The evidence also 
shows the income accounts and operating results of re- 
spondents during the fiscal years 1912 and 1913, and for 
the St. Louis, brownsville & Mexico Railway back to the 
time that the line was built into Brownsville. The net 
operating revenue per mile of road for the three carriers 
was shown to be $982.55 for 1912 and $1,034.44 for 1913, or 
less than one-half of the average for lines in the south- 
west, as shown in the Commission’s report to the United 
States Senate relative to the receivership of the St. Louis 
& San Francisco Railroad. It is further testified that more 
than 7 per cent of the tonnage of the St, Louis, Browns- 
ville & Mexico Railway is live stock, and approximately 5 
per cent fruits and vegetables, for all of which empty cars 
have to be hauled almost to the southern extremity of the 
line. The empty-car mileage was given as more than 30 
per cent on the New Orleans, Texas & Mexico Railway, 
and approximately 40 per cent on the Beaumont, Sour Lake 
& Western Railway and the St. Louis, Brownsville & Mex- 
ico Railway. It is argued that in view of the financial 
condition of respondents, the nature of the territory served, 
and of the tonnage offered for transportation, the proposed 
rates to Brownsville are just and reasonable. 


The testimony also shows that an informal complaint 
was made to this Commission in 1903 by shippers located 
in Corpus Christi in which it was pointed out that the rate 
on bananas from New Orleans to Corpus Christi was 72 
cents per 100 pounds, while to Brownsville, 150 miles more 
distant, it was 61 cents per 100 pounds, to which re- 
spondents replied that a readjustment would-be made in 
the rates to Brownsville. It is argued that the injustice 
of the present Brownsville adjustment is apparent when the 
many other fourth section violations are considered, and 
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that other shippers located at intermediate points likewise 
have a right to complain of this adjustment. 

From a comparison made by respondents of the pro- 
posed rates from New Orleans to Brownsville with those 
in effect over the Southern Pacific lines from New Or- 
leans to San Antonio, Texas, it appears that on the classes 
and commodities herein involved the proposed rates to 
Brownsville yield approximately the same revenue per 
ton per mile as those to San Antonio. In this connection 
it should be remembered, however, that ordinarily rates 
for longer distances yield a lower per-ton-mile revenue. 
The distance from New Orleans to San Antonio is 572 
miles, or 168 miles less than from New Orleans to Browns- 
ville. Respondents, however, argue that in view of the 
greater density of the traffic on the Southern Pacific lines 
the comparison is favorable to the proposed rates. Another 
comparison made by the respondents was between the 
proposed rates and those in effect from St. Louis, Mo., to 
Brownsville. The distance from St. Louis is 1,188 miles. 
St. Louis rates are the regular Brownsville differentials 
over the rates from St. Louis to Texas common points and 
are in all cases somewhat higher than the rates from New 
Orleans to Brownsville, 

It was further stated by respondents that during the 
six months beginning July 1, 1913, sugar comprised 55.3 
per cent of the tonnage which moved over their lines 
from New Orleans to Brownsville and coffee 22.1 per cent. 
The proposed rate on sugar is 4 cents higher, on green 
coffee 74% cents, and on roasted coffee 25 cents higher than 
the rates at present in effect. The proposed rates on sugar, 
molasses, and green coffee are in all cases lower and on 
roasted coffee the same as the Houston combination, 

No brief was submitted nor argument made on behalf 
of the protestants. In their petition complaining of the 
proposed increases in pursuance of which the tariff 
schedules involved were suspended, protestants alleged that 
respondents secured control of the Rio Grande Railroad 
with the purpose of thereby eliminating water competition. 
We give below a quotation from the petition of the Browns- 
ville Chamber of Commerce: 

The only reason w yhwater competition does not exist to- 
day is that the Rio Grande R. R. is in bad condition and with- 
out sufficient equipment or motive power tohandle traffic. The 
wharf at Point Isabel is a wreck, while a portion of it is inac- 
cessible, due to the fact that several years ago a large lighter, 


which we are informed is the property of the railroad company, 
was sunk beside it. ... 


Now that the terminals at Point Isabel-are in such condi- 
tion they cannot be used and the Rio Grande R. R. has been 
dismantled to the extent that it cannot handle traffic, and 
there being no immediate danger of water competition, the 
Fisco management has concluded that the time is opportune 
to deprive this rate-ridden community of the only advantage 
it has in the matter of freight rates and which should be our 
by reason of our geographical and physical position. 

These allegations are not supported by the facts of 
record. 

The testimony of wholesalers and jobbers located in 
New Orleans, who appeared on behalf of protestants, was 
that their main competitors were located a Houston and 
Galveston, Tex., and that their Brownsville business had 
been considerably greater before the advent of the St. 
Louis, Brownsville & Mexico Railway than at the present 
time. Witnesses, testifying for the protestants, compared 
the rates from New Orleans to Brownsville with those from 
New Orleans to Laredo, Eagle Pass, and El Paso, Tex. 
These points are also located on the Mexican border, the 
first two at about the same distance from New Orleans as 
Brownsville, and the latter at a distance of 1,160 miles 
from New Orleans. The first-class rate from New Orleans 
to Laredo, Eagle Pass, and El Paso is $1.49, as compared 
with the present first-class rate to Brownsville of $1.37 and 
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the proposed rate of $1.68. This rate relationship is typica] 
of the other classes and of the commodity rates involved, 
The rates from New Orleans to Laredo, Eagle Pass, and 
El Paso, like the present rates to Brownsville, exceed 
those to intermediate points. 

It is stated in respondent’s behalf that the density of 
traffic is much greater on the lines leading to Laredo, 
Eagle Pass, and El] Paso than on respondent’s lines, which 
fact it is stated is recognized by the Railroad Commission 
of Texas which permits the maintenance of higher dif- 
ferentials over common point rates to points on the §&t. 
Louis, Brownsville & Mexico Railway than to points on the 
other Texas lines. It is further stated by respondent that 
the rates from New Orleans to Brownsville have no bear- 
ing on the Mexican rate situation, since proportional rates 
are published to Brownsville and through rates to Mexican 
destinations via Brownsville, which are no higher than the 
proportional rates to the other crossings or through rates 
via those crossings. 

Upon considering all of the facts and circumstances 
disclosed by the record, we are of the opinion that with 
the exception of the rate on roasted coffee the rates pro- 
posed by respondents should be permitted to become 
effective, There seems to be no reason why Brownsville 
should be accorded lower rates than intermediate points. 
This determination is without prejudice to the right of the 
shippers to test the reasonableness of the entire differential 
adjustment on the St. Louis, Brownsville & Mexico Rail- 
way. While in most sections of the country the rates on 
roasted coffee are the same as on green coffee, they are 
5 cents higher for the movement from New Orleans to 
practically all Texas points. The proposed rates on roasted 
coffee, however, are 17% cents higher than on green coffee. 
It is our opinion that the former should not exceed the 


- 


latter by more than 5 cents per 100 pounds. 


The rates to points intermediate Brownsville and New 
Orleans are not herein involved. It would seem, how- 
ever, that if respondents publish the proposed rates with 
the modification suggested above, these should be ob 
served as maxima at intermediate points. 


An order will be entered requiring respondents to cal- 
cel the suspended rates wherever they exceed the rates 
proposed at the hearing. Respondents will be required 
io establish in their stead rates which are no higher than 
those proposed at the hearing and which on roasted coffee 
do not exceed those contemporaneously maintained 00 


a 


green coffee by more than 5 cents per 100 pounds. 





ORDER. 


It is ordered, That the carriers respondent herein and 
designated in said tariff be, and they are hereby, notified 
and required to cancel, on or before July 5, 1914, the rates 
and charges stated in the schedules specified in said orders 
of suspension in so far as they exceed those prescribed iD 
the next succeeding paragraph hereof. 


It is further ordered, That said réspondents be, and 
they are hereby, notified and required to establish, on 
before July 5, 1914, upon notice to the Interstate Commerce 
Commission and to the general public by not less than five 
days’ filing and posting in the manner prescribed in se“ 
tion 6 of the Act to Regulate Commerce, and for a period 
of not less than two years after said July 5, 1914, 
maintain and apply to the transportation of traffic trom 
New Orleans, Harvey, and Port Chalmette, La., to Brow2® 
ville, Tex., class and commodity rates. in cents per 1" 
pounds, which shall not exceed those named below, t wit: 
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Bags and bagging, carload minimum weight 24,000 
pounds, 54; cement, carload minimum weight 40,000 pounds, 
46: coffee, carload minimum weight 30,000 pounds, green, 
6714, roasted, 72%; cotton fabrics, carload minimum weight 
20,000 pounds, 118; less than carload, 131; rails and steel 
ties, carload minimum weight 44,800 pounds, 36.1; fasten- 
ings, iron and steel, carload minimum weight 40,000 pounds, 
9: lime, carload minimum weight 30,000 pounds, 41; in 
mixed carloads with cement, carload minimum weight 38,- 
000 pounds, 49; molasses in straight carloads or in mixed 
carloads with sugar, carload minimum weight 30,000 pounds, 
{4: sugar, carload minimum weight 24,000 pounds, 44; 
and packing-house products, carload minimum weight 26,- 
pounds, 76; it being understood that the rates on 
roasted coffee shall not exceed those contemporaneously 
maintained on green coffee by more than 5 cents per 
100 pounds. 


Hon 
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TRAFFIC SERVICE Vrewes RUPRAT, 
Colorado Building, Washington, D. C. 

The third partial summary of financial results from 
railroad operations in April, announced by the Interstate 
Commerce Commission June 4, is not as good a showing as 
either the first or second when compared with April, 1913, 
except as to the southern district. The figures are for 
144 roads, having a mileage of 174,575. 

The volume of business, as indicated by the total oper- 
ating revenues, was decidedly smaller in the country as 
a whole and in the eastern and western districts. In the 
southern there was a notable increase in the volume of 
business, accompanied by a comparatively small increase 
in expenses. The result of these fluctuations is a nar- 
rowing of the spread between the net of April, 1913, and 
the net for April of this year. 

The total operating revenue for the country as a whole 
fell from $194,219,012 to $188,350,705. Operating expenses 
fell from $147,047,294 to $139,893,510. The net rose from 
$47,171,718 to $48,457,195, giving a net per mile of $278 
for April, 1914, as against $272 for the corresponding month 
of last year. 


In the eastern district the gross revenue fell from 
$89,557,933 to $84,804,643. The expenses fell from $69,- 
154,144 to $64,159,478, causing the net to increase from 
$20,403,789 to $20,645,165, or, stated in per mile of road, 
from $451 to $455. 

The net revenue showing in the eastern district under 
the second summary was $442 for April, 1914, as com- 
pared with $433 for April, 1913, or a spread of $11 per 
mile, which is reduced by the third summary to only $4 
per mile, 


Southern prosperity makes a more pleasing picture 
for the returns in that part of the country. The gross, in 
that district, rose from $31,100,120 to $32,521,125, and 
the expenses climbed from $23,898,018 to $24,173,606, 
thereby allowing the net operating revenue to ascend 


from $7,111,102 to $8,347,519, or from $197 per mile to 
$230 


* 


In the western district the gross operating revenue 
fell from $73,560,959 to $71,024,937, and the expenses 
declined from $53,904,132 to $51,560,426 and the net de- 
clined from $19,656,827 to $19,464,511, or from $214 per 
mile to $209. 
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Here is a comparison of the returns complete for 
nine months ending March 31, 1913, and complete for the 
same period ending this year, with partial returns for 
April, 1918, added to the nine months’ total for that 
year, and the same returns added to the complete nine 
months of this year: 

United States: Net revenue per mile, 10 months, 
1914, $3,320; ten months, 1913, $3,758. Eastern district: 
Ten months, 1914, $4,663; 1913, $6,004; southern district, 





1914, $2,655; 1913, $2,643. Western district: 1914, 
$2,826; 1913, $3,084. 

NEW DECISION 

THE TRAFFIC SERVICE NEWS BUREAU, 


Colorado Building, Washington, D. C. 
The Commission, in a report by Commissioner 
Clements, has decided that the existence of lower carload 
rates on shoe sole leather than on raw leather suitable 
for use in the manufacture of harness, bridles and horse 
collars to Macon, Ga., from Ohio and Mississippi River 
crossings and the Gulf ports has not resulted in undue 
prejudice and disadvantage to the shippers of the latter, 
as alleged in the complaint of the Macon Chamber of 
Commerce Freight Bureau against the Cincinnati, New 
Orleans & Texas Pacific et al. 


ADVANCED RATE CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


The Interstate Commerce Commissioners on Monday 
began holding their June conference, at which, it is be- 
lieved, a decision will be reached as to the eastern 
advanced rate case. The Commissioners feel that they 
should dispose of the matter before the summer recess, 
which begins next month. 

It is understood that each of the Commissioners, 
as well as each of the men who have taken part in 
the case, has written what he thinks the decision 
should be, and that these proposed or tentative deci- 
sions are all before the Commissioners, as well as the 
briefs filed by the attorneys, together with the financial 
reports of operations the railroads have been making to 
the Commission in the regular course of business. 

As to what the decision will be, any intelligent man 
who has been following the case can make as good 
a guess as another. The general impression, as has been 
set forth in THe TrArric WorzD, is that at least class 
rates in Central Freight Association are going up, but 
that this is not true with regard to commodities like 
coal, coke and iron ore, on which the Commission has 
been making decisions on formal complaints. 








STORAGE WAREHOUSE DEMURRAGE. 


The Commission has adopted the following ruling in 
regard to average demurrage agreements as applied to 
storage warehouse companies: A storage warehouse com- 
pany which is specifically designated as the consignee of 
carloads of miscellaneous freight, the property of others, 
and which company is responsible for the unloading and 
for the detention of cars so received, may be made the 
subject of the average demurrage rule. Cars arriving con- 
signed otherwise, and afterwards ordered to the warehouse 
for storage, may not be included under average agreement 
with the warehouse company. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 


The Western Classification Committee will on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 52. Inter- 
ested persons desiring to appear and present arguments will be 
heard in the committee conference room, 1875 Transportation 
Building, Chicago. 








WEDNESDAY, JUNE 10, 1914. 
Docket No, 79—10:00 a. m. 


The following descriptions on Weather Strips submitted by 
the Committee on Uniform Classification, with ratings proposed 
by the Western Classification Committee, are docketed for con- 
sideration: 

(Cancels Item 24, Page 276.) 
Weather Strips, metal, in boxes or crates, second class. 
Weather Strips, not otherwise indexed by name, in bundles, 
first class; in boxes or crates, second class. 


Docket No. 80—11:00 a. m. 


The following descriptions on Foundry Core Compounds and 
Foundry Facings, submitted by the Committee on Uniform 
Classification, with ratings proposed by the Western Classifi- 
cation Committee, are docketed for consideration: 

(Cancels Item 3, Page 108, and Items 18 to 26, Page 127.) 
Foundry Core Compounds: 

Foundry Flour (see Note). in bags or barrels, L. C. L., fourth 
class: in packages named, C. L., minimum weight 36,000 
Ibs., fifth class. 

Note.—Rating applies on Grain Flour, mixed with Gyp- 
sum, Limestone or similar material. 

Foundry Core Compounds, not otherwise indexed by name: 
Dry, in bags or barrels, L. C. L., fourth class: in packages 
named, C. L.. min. wt. 36.000 Ibs., Class C. Liquid, in metal 
eans, partially jacketed, L. C. L.. first class: in metal cans, 
completely jacketed. L. C. L., second class; in barrels. L. C. 
L., fourth class; in packages named, C. L.. minimum weight 
20,000 Ibs., Class C: in tank cars, actual weight, C. L., sub- 
ject to Rule 32, Class C. 

Foundry Facings. not otherwise indexed by name. in bags. 
L. C. ¥., second class: in barrels or hoxes, TL. C. T.. second 
class: in packages named, C. L., minimum weight 36.00 Ibs., 
Class @. Mixed carloads of Foundry Facines. not otherwise 
indexed by name, Wood Charcoal. Ground Coal, Graphite, 
Ground Soapstone or Ground Talc. in packages as speci- 
fied for 1. C. L. shipments will he taken at the highest 
rating provided for carload quantities of anv article in the 
shipment. The minimum weight shall be the highest car- 
load minimum weight provided for any article in the ship- 


ment. 
Docket No. 81—2:00 p. m. 


The following descriptions on Well Pointe or Well Strain- 
ers submitted bv the Committee or Uniform Classification. with 
ratings proposed hv the Western Classification Committee, are 
deacketed for consideration: 

(Cancels Item 21. Page 158. and Ttem 2. Page 277. Eliminate 

from Note 1. under Item 3. Page 219.) 

Well Points or Well Strainers: Rrass or bronze. in barrels 
boxes or crates. second class. Iron or steel or tron or steel 
and brass or bronze combined. tn barrels. boxes or crates. 
T.. C. T., fourth class: in vackages or lense. straight or 
mixed C. IL.., minimum weight 36.99 Ibs, fifth class. 


MONDAY, JUNE 15, 1914. 


Docket No. 82—10:00 a. m. 


The following descriptions on Piling, Cores and Casing, iron 
or steel, submitted by the Committee on Uniform Classification, 
with ratings proposed by the Western Classification Committee, 
are docketed for consideration. 

(To cancel Item 34, Page 158, Items 11 and 12, Page 163. The 
proposed action also eliminates Piling from the Iron and 
Steel Mixture, Page 158.) 

Piling, Iron or Steel, in packages or loose, L. C. L., fourth class; 
in packages or loose, C. L., minimum weight 36,000 Ibs., 
fifth class. 

Piling Cores, Iron or Steel, in packages or loose, L. C. L., sec- 
ond class; in packages or loose, C. L., minimum weight 
30,000 Ibs., class A. 

Piling Casing, Sheet Iron or Steel, not nested, loose, L. C. L., 
class D1; nested. in bundles, L. C. L., second class; in pack- 
ages or loose. C. L.. minimum weight 24,000 Ibs. (subject 
to Rule 6B), fourth class. 


Docket No. 83—11:00 a. m. 


(To cancel Item 9, page 104.) 
Chlorine, Liquid, in steel cylinders, L. C. L.. third class; in 
steel cylinders, C. L., minimum weight 30,000 Ibs., fourth 


class. 
Docket No. 84—11:30 a. m. 


Agricultural Implements, Other Than Hand: 

Grain or Se Graders and Cleaners, S. U., L. C. L., first 
class; S. U., C. L., minimum weight 12,000 Ibs. (subject to 
Rule 6B), third class. 

Seed Grain Graders and Cleaners, S. U.. lL. C. 1... first class; 
Ss. U., C. L,, minimum weight 8,000 Ibs. (subject to Rule 
6B), second elass. 
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Docket No. 85—12:00 m. 


The following descriptions on Excavation Braces, submited 
by the Committee on Uniform Classification, with ratings pro- 
posed by the Western Classification Committee, are docketed 
for consideration. . 

(Cancels Item 3, Page 164, eliminating carload entry. No car- 
load movement.) 

Excavation Braces, Extension, Iron or Steel, loose, third class: 

in bags, barrels, boxes, bundles or crates, fourth class. 


Docket No. 86—2:00 p. m. 


The following descriptions°on Phosphate Rock, submitted by 
the Committee on Uniform Classification, with ratings proposed 
by the Western Classification Committee, are docketed for con- 
sideration. 

(To cancel Item 12, Page 130.) 

Phosphate Rock, Crude, in bags or barrels, L. C. L., fourth 
class; in packages or loose, C. L., minimum weight 40,000 
Ibs., class E. 

Phosphate Rock, Ground or Pulverized, not acidulated, in bags 
or barrels, L. C. L., fourth class; in packages or in bulk. 
Cc. L., minimum weight 40,000 Ibs., class E. 


TUESDAY, JUNE 16, 1914. 
Docket No. 87—10:00 a. m. 


The following descriptions on Plumbers’ Goods, submitted 
by the Committee on Uniform Classification. with ratings pro- 
posed by the Western Classification Committee, are docketed 
for consideration. 

(Cancels Item 14, Page 224, Item 1. Page 225, and Items | and 

; 10, Page 225.) 

Plumbers’ Goods, Wooden: 

Laundry Tub Covers. Pipe or Tank Boards. Pipe Holder 
Blocks, Sink Drain Boards. Sink Frames, Sink or Tub Rims 
or Water Closet Seats, finished or unfinished, in bundles, 
I. C. I.., second class; in barrels, boxes or crates, IL. ©. L, 
third class: in packages or loose, straight or mixed ©. L., 
minimum weight 30,9900 Ibs., fifth class. 

Water Closet Tanks, With or Without Metal Linings. With- 
out Fittings, in boxes or crates. L. C. L.. second class: in 
packages or loose, C. I.., minimum weight 24.000 Ibs. (sub- 
ject to Rule 6B), fourth class. With fittings, in boxes or 


crates, L. C. I.. second class: in packages named, “™. I. 
een weight 24,000 Ibs. (subject to Rule 6B), fourth 
class. 

Mixed carloads of two or more kinds of Plumbers’ Goods 


as specified under Plumbers’ Goods. Weoden, in packages or 
loose, as provided for straight carload shipments, will be 
taken at the hiehest ratine provided for carload quantities 
of any article in the shipment. The minimum weight shall 
be the highest C. TI. minimum weight provided for any 
article in the shipment. 


Docket No. 88—11:00 a. m. 


The following descriptions on Mats and Matting, submitted 
by the Committee on Uniform Classification. with ratings pro- 
posed bv the Western Classification Committee, are docketed 
for consideration. 

(Cancels Items 28, 29, 30 and 3). Page 192, and Items 1, 2, 3, / 
5 and 6, Page 193.) 
Mats: 


Counter or Table. in barrels or boxes. first class. 

Door or Floor, Fibre Mats or Fibre Matting Rugs. other than 
Grass or Straw, in bales, boxes, bundles or rolls, L. ©. L 
first class: in packages named. straight or mixed. ©“. L 
minimum weight 24,000 Ibs. (subject to Rule 6B). third class 

Grass Mats or Grass Matting Rugs, in bales, boxes, bundles 
or rolls, L. C. L., first class; in packages named, straight or 
mixed C. T., or in mixed C. L., with Grass Matting. in 
bales. bundles or rolls. minimum weight 24,000 Ibs. (subject 
to Rule 6B), third class. 


Tron, Steel or Wire. in bundles or rolls, second class; in bar- 
rels, boxes or crates, second class. ; 
Metal, Combined with Fibre, Leather, Rubber or Wood, in 


boxes or crates, first class. 

Rubber. in boxes or crates, first class. 

Straw Mats or Straw Matting Rugs, China. India or Japan 
in bales, boxes. bundles or rolls. I. ©. L.. first class; in 
packages named. straight or mixed C. L., or in mixei ©! 
with straw matting, in bales, bundles or rolls, minimum 
weight 24,000 Ibs. (subiect to Rule &B). third class. 

Mats, Door or Floor. Not Otherwise Indexed by Name, in 
bales or bundles. first class: in boxes or crates, first class 
Hot Bed. Straw, in bales, bundles or rolls, third class: other 
than straw. in bales, boxes, bundles or rolls, first class 

Splash, Wood Splint, in boxes or crates, third class. 


Mattings: 

Fibre, Other Than Grass or Straw, in bales, boxes, b indles 
or rolls, L. C. L., first class; in packages named, “. I. 
minimum weight 24,000 Ibs. (subject to Rule 6B), third class 

Grass, in bales, boxes, bundles or rolls, L. C. L., second class, 


in packages named. C. L., minimum weight 24,000 Ibs (sub- 
ject to Rule 6B), third class. 

Rubber, in boxes. bundles or rolls, first class. 

Straw Matting, China, India or Japan, in bales, boxes. bul- 
dles or rolls, L. C. L.. first class: in packages named, ©. | 
minimum weight 24,000 Ibs. (subject to Rule 6B), third class 

Mattine. Not Otherwise ™ndexed by Name, in bales, xe 
bundles or rolls, first class. 





AMERICAN GETS ROCK ISLAND. 
Contracts have been signed in Chicago giving the 
American Express Company the Chicago, Rock Island & 
Pacific Railroad territory, which has been held by thé 
United States Express Company, now undergoing dissolu 
tion. By its contracts the American company comes into 
possession of the territory on July 1. 
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NEW HAVEN INQUIRY 


Investigation Resumed by Commission—Hear 
ings on Stock and Bond Bill 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


\iuch material was gathered this week for the enact- 
it of the stock and bond control bill, which, if passed, 
iid give the Interstate Commerce Commission the 
ver to forbid by railroads issues of stocks or bonds, 

which, in its opinion, would not be justified by the public 
interest. The Commission resumed hearings in the New 
Haven inquiry and the Senate committee on interstate 
nd foreign commerce began hearing railroad presidents 
railroad attorneys in opposition to the proposed 
amendment to section 20 of the Act to regulate com- 
erce, That amendment bill gives the Commission au- 
thority to examine all books, papers, documents, corre- 
spondence or writings relating to any transaction by any 
common carrier, no matter in whose hands the desired 
document may be. 

Commissioners Clements and Hall were before the 
committee in support of the measure. Mr. Hall, answer- 
ing suggested objections by members of the committee, 
said that the examination of correspondence and records 
in the hands of persons or corporations not common 
carriers would be confined to transactions with the com- 
earrier. One of the members of the committee 
asked what was going to keep an agent of the Commission 
from going into everything in the possession of a person 
or corporation not a common carrier. Senator Saulsbury 
said the proposition was “horrible” and in violation of 
the constitutional prohibition against unreasonable search 
and seizure, 

Commissioner Clements, answering a question, said 
he hoped government ownership would never come. He 
fears the possibility of graft through favoritism, by offi- 
cials, toward patented devices for safety and more eco- 
nomical operation. He stood for government regulation 
the addition of the power to supervise issues of 
stocks and bonds. 

The bill to increase the authority of the Commission 
is part of the anti-trust program of the administration, 
which also carries with it a bill forbidding interlocking 
drectorates. President Ripley of the Atchison and Judge 
Lovett appeared in opposition to it, pointing out that 
such a law would result in the disruption of the big 
railroad systems of the country, against which there is 
no complaint, because it would be unlawful for the presi- 
dent of one of those systems to be a director in any 
one of the dozens of subsidiary corporations which every 
railroad system must maintain to carry on its operations. 
It would make it impossible for any one of the big 
systems to be represented in the separate corporations 
which, for instance, Texas, compels each one of them 
to maintain in Texas, so that a Texan may sue a do- 

estie corporation when he has a chose in action against 
e of the systems. 

The bill is not aimed at such corporations, but its 
‘nforeement would bring about such a disruption of 
nifiled control which, it is not now contended, is in 
riolation of either the letter or the spirit of the anti- 
‘ust law. 
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Elton and Skinner Heard. 
The resumed hearing on the New Haven matter brought 
rward by James 
ony tending to show that President Mellen was as much 
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S. Elton and William Skinner testi- 
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the controlling spirit in the expensive expansion of the 
New Haven as the late J. P. Morgan, if not more so; that 
they relied upon his judgment in the Westchester and other 
criticized deals. Thereby they gave the public the right to 
infer that they think Mellen is now trying to shield him- 
self behind a dead man. Elton and Skinner somewhat sur- 
prised those in attendance at the hearings by saying 
they believe the expansion, notwithstanding the present low 
condition of the New Haven, was a wise one, which will 
fully justify the great expenditures. 

They took that position in answer to questions pro- 
pounded by William Nelson Cromwell, the lawyer who was 
so prominent in the Panama canal affairs ten years ago. 
He got them to point out that the Westchester and Rhode 
Island trolley deals were strategic moves for terminals in 
New York and Providence, which will be cheaper and more 
efficient than those the New Haven possessed. Elton 
said that the results of operations on the Westchester al- 
ready show that that will be a paying venture long before 
it was estimated, notwithstanding that it cost more than 
double the original estimate, which was $5,000,000. The 
cost was more than $11,000,000, and part of the cost is 
$1,200,000 Tammany politicians are supposed to have re- 
ceived for their minority interest in the Westchester and 
Port Chester properties, and their influence, and probably 
votes, to get the franchises of those roads changed as Mel- 
len suggested. 

Lewis Cass Ledyard was on the stand all day Thurs- 
day, defending himself against the insinuation that he, 
while a director of the Boston & Maine, representing the 
American Express Company, renewed a contract between 
the express company and the Boston & Maine, providing 
for a thirty-five-sixty-five per cent division of gross re- 
ceipts, thereby causing great loss to the New Haven when 
that road took over the Boston & Maine. He was particu- 
larly severe on a pronouncement by the New Hampshire 
Railroad Commission which said that the ordinary divi- 
sion was 55 per cent to the railroad company and the 
rest to the express company. He pointed out that the 
testimony brought out by the Interstate Commerce Com- 
mission since’ that time shows that statement to be untrue 
and woefully misleading, the ordinary basis of division be- 
ing 45-55, with the big end going to the express company 
where the hauls are long. The hauls on the Boston & 
Maine are all short and necessarily the cost to the ex- 
press company high. He pointed out that on a fifty-fifty 
basis, which the New York Central forced on the Ameri- 
can Express Company, the express company, on a gross 
business of $42,00,000, made $200,000, and that on all the 
short haul business east of Buffalo, there was a positive 
loss to the express company. 

Ledyard was not put under oath, the arrangement made 
at the time he demanded to be heard being that he should 
be allowed to say what he had to say without being under 
compulsion, so that he might not claim an immunity bath. 


MELLEN MAKES PREDICTION. 

Charles S. Mellen, formerly president of the New 
Haven Railroad, who recently told the Interstate Com- 
merce Commission the inside of New Haven high finance, 
has given an interview in which he declares that public 


ownership of railroads is inevitable. “The outcry against 
public ownership will vanish,” he said, “when the op- 
portunity for making profit out of concessions is gone.” 
He declared that the republic cannot endure if men are 
going to continue the accumulation of gigantic fortunes, 
“with all the power that goes with them and all the class 
distinctions and arrogance and servility which follow,” 
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INDUSTRIAL RAILWAYS CASE 


THE TRAFFIO SERVICH NEWS BUREAU, 
Colorado Building, Washington, D. C. 


By way of answer to the writ to show cause why a 
mandamus should not issue to it commanding it to issue an 
order, such as the law contemplates, in the Industrial 
Railways case, the Interstate Commerce Commission has 
filed a motion to be dismissed from the rule issued by Jus- 
tice Anderson of the Supreme Court of the District of Co- 
lumbia. The Commission’s answer, prepared by Assistant 
Counsel Needham, says the shippers and receivers of 
freight along the Newburgh & South Shore, in Cleveland, 
have not such an interest in the matter as entitles them 
to ask for a writ of mandamsu. The paper also denies the 
jurisdiction of the District of Columbia court. 

Denial is made in the Commission’s answer that the 
Newburgh & South Shore is a common carrier and denial 
is also made of the petitioners’ allegations that the Com- 
mission “failed to enter any decision, order or require- 
ment in the premises as required and provided by law.” 

On the contrary, it is pointed out, the decision so far 
as it affects the Newburgh & South Shore is set forth on 
page 249 of the Industrial Railways case as follows: 

“From all the facts shown of record we conclude and 
find that the Newburgh & South Shore Railway Co. is sim- 
ply a plant facility of the American Steel & Wire Co., and 
performs no service of transportation for which it may 
lawfully and without undue discrimination be compensated 
by the connecting line carriers out of their rate.” 

The foregoing is held to be a complete decision of the 
issue at hand—whether or not the railroad was entitled to 
be compensated by the connecting line carriers. It con- 
tends, in answer to an allegation, that in finding the pay- 
ments to the so-called industrial road by line carriers were 
in violation of the provisions of the act to regulate com- 
merce, the Commission proceeded in accordance with its 
jurisdiction. 

Due Process Charge Denied. 


It is declared that nothing in the decision prevents the 
Newburgh & South Shore from performing the same serv- 
ice for the relators that has heretofore been performed by 
it, and denial is made of the charge that the relators are 
deprived of property without due process of law. Strict 
proof is asked with respect to allegations, if material or 
relevant, that the values of lands and buildings of the pe- 
titioners are dependent upon the proximity to a common 
carrier railroad and that if the Newburgh & South Shore 
is not a common carrier their property will greatly 
depreciate and will be worthless for manufactur- 
ing purposes and that the failure of the Commission to so 
enter an order was a confiscation of the petitioners’ 
property. 

It is stated that the petitioners, in being obliged to de 
liver their traffic to the main line “are on no different 
footing from other shippers in the city of Cleveland who 
are not located directly on lines of railroads which are not 
plant facilities.” Proof is asked of allegations, if relevant 
or material, that the elimination of the joint rates will 
cause loss of profitable contracts to the petitioners and will 
discriminate in favor of other shippers. 


It is denied that the Commission refuses to enter an 
order or that any further decision is required by law. 
Strict proof, if necessary or relevant, is asked of the alle- 
gation that the Newburgh & South Shore has served no- 
tice upon shippers along its line that on and after June 1, 
1914, it will cease to transport freight or furnish common 
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carriers services or facilities in interstate commerce. This 
notice, attached to the petitioner’s complaint, says the 
Newburgh & South Shore will continue handling intra- 
state shipments under tariffs on file with the Public Utili- 
ties Commission of Ohio. 

The Commission’s answer denies that any action taken 
by the Newburgh & South Shore toward the petitioners can 
have any effect in determining “the jurisdiction, procedure, 
decisions or orders of this respondent under the act to reg. 
ulate commerce as amended.” Finally, the respondent 
prays to be dismissed with reasonable costs. 

The protesting shippers include the American Steel & 
Wire Co., W. H. Snell Co., the S. F. K. Steel Barrel Co., 
the Euclid Builders’ Supply Co., Lowrey Bros., Marceline 
Feed & Coal Co., the Cleveland Railway Co., the Gray 
Lumber Co., Farr Brick Co., and Great Lakes Towing Co 


TAP-LINE ACTION EXPECTED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. 0. 


An expression of views, which will be in the nature 
of an unofficial declaration of the Commission, as to what 
will be the next step in the tapline matter, is looked for 
from Chairman Harlan soon. The impression is strong 
that the Commission will ask each tap line and its trunk 
line connections to file what they think should be the 
divisions on the lumber traffic. The decision makes un- 
lawful the attempt of the Commission to prescribe one 
division, or none, for proprietary lumber and another for 
non-proprietary, so it will be necessary for the tap lines 
and the trunk lines to think of divisions which will not 
afford more than a reasonable profit for the tap line. 
There is one declaration in the Day opinion which seems 
to indicate that it is his opinion that the tap line may 
not earn any profit at all on the money invested without 
danger of running afoul of the sections of the law for- 
bidding rebates and undue discriminations. 


The opinion, it now seems, is going to lead to as 
wide a divergence of views as the opinions of the Com- 
mission which were set aside by it. There is only one 
point that is definitely settled, and that is that the Con- 
mission cannot enforce its classification of the traffic 
into proprietary and non-proprietary, nor can it make dis- 
tance of the mill from the rails of the main line a de- 
termining factor in the question as to whether any divi- 
sion or allowance shall be made by the trunk line. 

A safe position to assume, it seems, is to make the 
divisions just large enough to cover the cost of operation 
and maintain the tap line as a going concern. Even that 
might not be safe, if it were attacked upon the ground 
that the railroad company is entitled to some return 
upon the money invested. 





It is a certainty that if the Commission disagrees with 
the tap and trunk lines as to the amount of divisions, the 
Commission must hold hearings and issue positive orders 
saying how much the tap line may have, and when that 
is done the aggrieved lumber road has a clear way into 
the courts to test the question as to whether it Is en- 
titled to divisions large enough to allow a reasonable 
return on the investment. Most of the tap lines have 
insisted that the divisions and allowances made by (he 
Commission are not enough to pay the out-of-pocket cost 
of performing the service, which, of course, if the [ap 
line were an ordinary road, would be confiscatory. 
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INCREASE FOR CARRYING MAIL 


Congress is to allow the railroads more compensation 
for carrying the mails. It is estimated that the increase 
in revenue will be about $10,000,000, exclusive of addi- 
tiunal compensation for carrying the constantly increasing 

ime of parcel post matter. 

The basis of compensation is to be changed from 
weight to space, Instead of paying the railroads for carry- 
ing a volume of mail determined by a quadrennial weigh- 
ing, the government will pay for the space actually re- 
yuired for transportation of postal matter. 

The commission on railway mail pay, of which former 
Senator Bourne is chairman, completed its deliberations 
Tuesday and put the finishing touches to a report of its 
investigation and to a bill providing a new basis of com- 
pensation to be introduced in Congress. 

The report condemns the present system of compen- 
sating the railroads for carrying the mail as antiquated, 
inaccurate and unfair to both the government and the 
transportation lines. The defecis in the present plan are 
pointed out in great detail. 





It is proposed that the Postoffice Department be au- 
thorized to determine the number of cars, half cars, and 
quarter cars required to carry the mail on each route. 
The government would then pay for the space in these 
cars ordered by the department, whether such space be 
entirely filled with mail matter or not. 

The rate of compensation proposed is 22% cents a 
car-mile. This is 10 per cent less than the 25 cents a 
car-mile earned by the railroads for carrying passengers. 

The railroads now are receiving about $51,000,000 for 
carrying the mails, exclusive of the increase allowed for 
transportation of parcel post matter. On the new basis 
they will receive about $61,000,000 for carrying matter 
for which they are now paid $51,000,000. The total com- 
pensation, however, will be greatly increased by payment 
for the parcel post. While it is proposed that Congress 
shall fix the basis of compensation, the commission’s bill 
provides for a review of the rates by the Interstate Com- 
merce Commission upon the complaint of any railroad. 


SPOTTING TARIFFS SUSPENDED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 
The spotting tariff situation has become a greater 
mystery than ever. Lines in Official Classification terri- 
tory which filed such tariffs to become effective on and 
about May 27 are filing short-notice tariffs suspending 
them to July 1. On practically all such short-notice tar- 
iffs there is a notation as follows: “Issued under special 
permission of the Interstate Commerce Commission, and 
at their request; also by reason of circumstances and 
conditions arising from action by various state commis- 
sions in respect to this and kindred matters.” 
Information as to how that notation came to be 
on the tariffs is not clear, although the inference is that 
the Commission asked that the tariffs be suspended by 
the carriers themselves rather than have the Commis- 
sion run the risk of having one or more of them become 
effective through a failure to issue an I. and S. order 
Suspending it, which failure, of course, would be due 
to an oversight. 
It has been the policy of the Commission to suspend 
such tariffs, although they were filed as a result of the 
suggestion made by Mr. Brandeis. 
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Another reason for request from the Commission that 
these suspensory tariffs be filed is to be found in the 
fact that the state commissions are not taking kindly to 
the suggestion of a separate charge for the placing of 
cars on private tracks, the privacy of which can hardly 
be called even a beautiful fiction, in view of the decision 
of the Supreme Court in the Union Lime case, the result 
of which is that the Chicago & Northwestern must extend 
a so-called private sidetrack built by the Union Lime 
Co., to the plant of an adjacent lime company—all on the 
theory that the track is a part of the railroad company’s 
system of tracks. 

As to State Traffic Also. 

Many of these tariffs suspend the proposed separate 
charge, not merely as to interstate, but as to state traffic 
as well, This is true with regard to such charges in 
Ohio, Maryland, West Virginia, Pennsylvania and New 
York. Suspensions of tariffs applying to state traffic 
run to sundry dates between June 27 and September 20. 
The New York suspension is to the last-mentioned date. 

Many of the tariffs bear the notation that they are 
also issued under the special authority of various state 
commissions; for instance, B. R. & P. Sup. 1 to 1. C. C. 
No. 4989 states it was issued under special permission 
of the public service commission of Pennsylvania and “in 
compliance with case No. 4399 of the public service com- 
mission, second district, state of New York.” 

In some of the tariffs the notation is amplified by the 
addition of the words “also by reason of circumstances 
and conditions arising by various state commissions with 
respect to this and kindred matters.” 

The “kindred matters” means the situation produced 
by the decisions of the Pennsylvania and New York com- 
missions in the industrial railways’ matter, directly in 
opposition to Chairman Harlan’s report in that matter. 
They recognize the short roads as common carriers in 
all respects and require them to make through routes and 
joint rates on intrastate traffic, which produces a situation 
in which the sum of the intrastate rates is less than the 
interstate rate combination. 


OFFICIAL CLASSIFICATION HEARING 


A meeting of the Official Classification Committee 
will be held at 143 Liberty street, New York, Tuesday, 
June 16, at 10 a. m., for consideration of a large number 
of subjects enumerated in docket No. 19, including 
recommendations of the Committee on Uniform Classi- 
fication respecting uniform classification provisions also 
outlined, and such other matters as may be presented. 

Preliminary hearing will be held in the rooms of the 
Committee on Uniform Classification, room 1909, Trans- 
portation building, Dearborn and Harrison streets, Chi- 
cago, on Wednesday, June 10, at 10 a. m. 





FINES FOR RAILROADS. 

Railroads have been fined a total of $2,450 and costs 
for the violation of the live stock quarantine law and the 
twenty-eight-hour law, and various individuals have suf- 
fered penalties for the violation of the meat inspection 
law, according to an announcement of the Department 
of Agriculture. Of the railroads in the most recent cases 
the Atlantic Coast Line Railroad Co. suffered the largest 
total fine. A penalty of $100 and costs was imposed on 
this railroad in each of eight cases. The Missouri, Kan- 
sas & Texas Railway Co. also was fined $100 and costs 
in each of two cases. 
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BANKRUPTCY FOR RAILROADS 


Enactment of the Rayburn anti-trust bill as it now 
stands would mean bankruptcy for many: of the solvent 
railroads of the country, declared Robert S. Lovett, presi- 
dent of the Union Pacific Railroad, to the Senate inter- 
state commerce committee Wednesday in Washington. 
Edward P. Ripley, president of the Atchison, Topeka & 
Santa Fe Railroad, and A. H. Harris, general counsel for 
the New York Central, took substantially the same view. 

Mr. Lovett objected to the section of the bill which 
would prohibit a person serving on more than one rail- 
road board, whether there is any competition or not, with- 
out the consent of the Interstate Commerce Commission. 

“Take the case of the road I know best, the Union 
Pacific,” he said. “We own every share of the stock of 
the Oregon Short Line, by which we get to Portland from 
Salt Lake City. Under the terms of this bill we could 
not have the same traffic officers, we could not have the 
same president, the head of the whole system could not 
unify his management. 

“It would prevent the standardizing of equipment, 
of maintenance and operation. It would mean the turn- 
ing of the wheels of progress backward and destroying 
the continuity of management. 

“The Union Pacific is not peculiar in this respect. 
Should this bill pass and be enforced, the New York Cen- 
tral would terminate at Buffalo; the Pennsylvania would 
be cut in two at Pittsburgh, and the Baltimore & Ohio 
would terminate at Parkersburg, W. Va. There never has 
been, to my knowledge, any objection to the control of 
a continuous line of railroads by one management. That 
has always been rather regarded as a benefit, and a big 
benefit, to the country.” 


CARRIERS’ ANNOUNCEMENTS 


Pennsylvania Relief. 


In April, 1914, the Relief Departments of the Penn- 
sylvania Railroad System paid to employes and their 
families a total of $277,631.64 on account of disability 
and death. Total payments for disablements amounted 
to $187,543.40, of which $52,431.50, or over 27 per cent, 
was paid on account of accidents, the balance going to 
employes incapacitated through sickness. Death benefits 
absorbed a total of $90,088.24, of which $17,907.00, or 
about 20 per cent, was paid on account of deaths due 
to accident, and the remainder for deaths due to natural 
causes. 











To Check Up Mileage Books. 


The Pennsylvania Railroad Co. has instructed all 
conductors of passenger trains in detaching mileage from 
mileage books to notify each passenger the number of 
miles covered by his journey. This was done in order 
to enable the passenger to check up the amount of mileage 
detached and also to insure accuracy on the part of con- 
ductors in detaching the correct amount. 





Toronto-Ottawa Line Opened. 
On May ist the Canadian Northern Railway began 
operating passenger train service on its line from Toronto 
to Ottawa. This new line between the capital cities 


promises to be popular. The roadbed is in excellent 
shape, and the absence of curves in the line from Chaffey’s 
Locks to Ottawa gives great possibilities for speed and 
smoothness, besides giving the traveler a feeling of getting 
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to his destination by the most direct route. The stations 
along the line are modern, and have been the subject 
of many compliments. At present there is a local servic: 
between Ottawa and Chaffey's Locks. The summer tin: 
table will show through Ottawa-Toronto trains, and ex 
cellent service from Ottawa to Portland and Chaffey's 
Locks and the beautiful Rideau lakes. 





Telephone for Dispatching. 

The Alabama Great Southern Railroad has just begun 
the use of the telephone for dispatching trains and hand 
ling messages between Birmingham and Meridian, a dis 
tance of 152 miles. Work is progressing on telephone lines 
between Chattanooga and Birmingham, a distance of 143 
miles, and as soon as they are completed the telephone 
will be used over the entire line of the A. G. S. Railroad 





Looms and Spindles Increase. 

An increase for the year of 10,702 looms and 619,{t4 
spindles is shown in the 1914 edition of the textile di 
rectory giving cotton, woolen and knitting mills on the 
lines of the Southern Railway, Southern Railway in Mis 
sissippi, Mobile & Ohio Railroad, Georgia Southern & 
Florida Railway and Virginia & Southwestern Railway 
with their equipment on Jan. 1, 1914, which has just been 
issued by the land and industrial department of these 
roads. The directory contains 4 list of all mills, their 
equipment, the power under which they are operated and 
kind of goods manufactured. It shows that along thes: 
lines there are 616 cotton mills, 143 knitting mills and 3! 
woolen mills, a grand total of 790 textile plants of this 
character. These mills have a total equipment of 208,744 
looms and 9,369,634 spindles. 


NEW YORK CENTRAL RESOLUTION. 

By a vote of 38 to 20 the United States Senate 
Monday referred to the Interstate Commerce Commis 
sion the Norris resolution asking the attorney-genera! 
to state if the New York Central lines consiitute a 
combination in violation of the Sherman anti-trust law, 
and if he intends to proceed against them. The effect 
of sending the resolution to the Interstate Commerce 
Commission is to delay action. Senator Norris objected 
to that course. Other senators, some of them Demo 
cratic leaders, objected to calling upon the attorne) 
general to disclose his intentions in a matter which 
might be the subject of litigation. 


GERMAN ADVOCATES INCREASE 


“What the American business man needs now is 
permission for the railroads to raise their rates,” said 
Arthur Von Gwynner, managing director of the Deutsche 
bank and one of the leading banking authorities in Europe 
in a speech at the American luncheon club at Berlin. 

“American roads pay fully twice the wages paid iD 
Prussia,” said Mr. Von Gwynner, “and yet they are 4 
lowed to charge only half the continental rates, whereas 
their hauling capacity is restricted by the same natu:al 
limitations as in Europe. 

“The roads cannot raise new capital unless they 
allowed to earn a fair return upon the investments. ‘I !¢ 
Prussian roads charge fully twice the rates of the easte'! 
American roads and the English roads three times. 

“The present plight of the American railways is 
coming a menace to the general financial situation of | 
world. They have reached a state of distress approa 
ing calamity and a remedy must be brought about.” 
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The Open Forum 


A Department for the Use of Patrons and Friends of THE TRAFFIC WORLD in the Discussion of 
the Topics Which Every Progressive Traffic Man, Whether Manager or 
Clerk, Has to Consider—Contributions Are Welcomed 


“Wenn viner fiir ein Blatt geachrieben hat, so wird er ein guter Freund des Blattes.” 


AVERAGE AGREEMENT ABROGATION 





Editor THE TRAFFIC WORLD: 

Under this heading you print on page 1114 of THE 
lRAFFIC WorL”p for May 30 a letter from Swift & 
Co., per F. H. F., which seems to hit the nail on the head 
most aptly. 

In their recommendation for the abrogation of the 
average agreement, the Association of Demurrage Offi- 
cers are holding their financial statistics so close to their 
eyes that they cannot see the real accomplishment of 
the average agreement—which is a decrease in the av- 
erage detention of cars. 

No doubt the car service collected from industries 
working under the average agreement is less than it 
would be under straight car service rules; possibly in 
some eases there has been some abuse of the average 
agreement, which the demurrage officers have described; 
but there can be no doubt that the average detention 
to freight cars is less under the average agreement, 
which—as the American Railway Association has so often 
explained—is the object of car service charges. 

The following figures may serve as an illustration: 


During the month of May, 1914, at one of our plants 
handling more than one thousand cars in and out bound, 
59 per cent were released the first 24 hours, 28 per cent 
were released the second 24 hours, making a total of 
87 per cent released inside of free time, and only 13 
per cent being held beyond the free time—no penalty 
accruing. 

Of course, our credits more than offset our debits, 
and we paid no car service—but was it not advantageous 
to the railroads / 

Illinois Glass Co., 
A. W. Sherwood, Traffic Manager. 
Alton, Ill., June 1, 1914. 


COST OF HAULING FREIGHT 


Editor THe TRAFFIC WORLD: 

The cost of hauling freight has doubled in the past 
fifteen years, according to figures taken from the books 
of the Lehigh Valley Railroad. It has been a tight squeeze 
for the railroads to make both ends meet in the face 
of costs rising at that rate, but it has been done some- 
how, with larger cars, longer trains and careful railroad- 
ing methods. There has been no other way to meet it, 
as freight rates are lower to-day than they were fifteen 
years ago. 

A fair example of increased cost is the price of 
freight cars. Fifteen years ago a freight car, on an 
average, cost $419.66. Now it costs $979.49, considerably 
more than twice as much. The yearly cost of repairs 
and renewals fifteen years ago was $31.69. Now it is 
$70.06, again more than double. To use railroad phrase- 











ology, and get at the unit comparison, hauling freight 
per “car-mile” cost $.0046 fifteen years ago, and now 
it costs $.0088. 


Freight locomotives cost $25,000 to-day. Fifteen years 
ago they cost $15,000. And the cost of repairs and renew- 
als has increased from 4 to 10 cents per mile. Over the 
same period wages have increased 25 per cent. 

All there is to offset this great increase is careful 
management. The new freight cars hold one-fourth to 
one-third more than the old ones and the average tractive 
power of freight engines has increased one-third. Careful 
routing and a close check on all train movement has 
been necessary. There is no system of business man- 
agement that can offset an increase of over 50 per cent 
in costs, but the railroads are asking the Interstate Com- 
merce Commission for an increase of only five per cent 
in freight rates. 

Advertising & Publicity Dept., Lehigh Valley Rail- 
road Co. 

New York City. 
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“HOOLIGAN” COMES BACK 





Editor THe TRAFFIC WORLD: 

Replying to correspondent on page 1019, I would say 
that I hold “no brief for Mr. Hooligan, nor his race.” 
They are abundantly able to take care of themselves, 
whether in the prize ring, forum or the battlefield. But 
I will answer his question, “Would Mr. Hooligan have 
the Commission give us additional money to continue 
operations, regardless of whether there was any business 
or not?” If the conditions were the same, yes. But 
the conditions are not the same. The Commission does 
not fix the price on Messrs. Parlin & Orendorf Co.’s 
output. The Commission does not fix the price for labor 
which Messrs. Parlin & Orendof Co. shall pay, nor the 
hours of labor, nor the conditions. 


The Commission does not say or command with 
whom Messrs. Parlin & Orendorf Co. shall, or shall not, do 
business. Messrs. Parlin & Orendorf Co. can move their 
plant, or go out of business, or shut down, or curtail 
their output; in other words, they have the utmost free- 
dom of action, within legal limits of wide scope. 


The analogy invited by your correspondent is not 
quite apt. 

An express company now liquidating its business has 
made answer, in effect: “Gentlemen, we bow to the law. 
You can regulate our rates, but you cannot keep us in 
business at a loss.” There is abundant regulation and 
abundant control, but it-is all minus responsibility. The 
Commission can say what the rate shall be, but if these 
rates show a “red ink balance,” i. e., a loss, the Com- 
mission does not pay the bills. Most shippers are like 
Artemas Ward—they are perfectly willing for their wives’ 
relatives to go to the front and do the fighting! 
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The millers of the Northwest beat their chests and 
tear their hair about the proposed increase, but the con- 
sumer pays the freight. The man does not live who 
can say that bread would be dearer or lighter in Boston 
if 5 per cent were added to the freight on a barrel of 
flour, nor that shoes would be dearer in Canton, IIl., if 
5 per cent were added to the freight. 

Mr. Albert Fink, chairman of the Trunk Line Com- 
mission, once testified before a congressional committee 
that if the New York Central road could add one mill 
per ton per mile to the freight it hauled, it could pay 
8 per cent dividend. Please note—one mill per ton per 
mile! 

It is worth while to look at this question from a 
standpoint broader than that afforded by residence in 
Canton, Ill., and to this your correspondent is respect- 
fully invited. 

Boston, Mass., May 26, 1914. J. D. Hashagen. 


A CORRECTION 


Editor THe TRAFFIC WORLD: 

Referring to your issue of April 25, page 816, describ- 
ing various traffic organizations. 

I wish to correct your reference to the Virginia Lines 
Tariff Bureau. Mr. John A. Ryan, former agent of the 
bureau, is now deceased and his position is now occupied 
by Mr. J. J. Cottrell, agent, Richmond, Va. 

L. E. Chalenor, 
Chairman, Virginia Lines Tariff Bureau. 
Norfolk, Va., May 30, 1914. 





SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
May 29, by second supplemental order in I. and S. No. 


444, the Commission suspended from June 1 until Sep 
tember 29 an item in Baltimore & Ohio I. C. C. No. A-3213. 
The item pertains to trunks or other rigid containers of 
certain shapes, similar to those contained in tariffs of 
various other carriers which were suspended to the same 
date by previous orders in the same docket. 





May 27, in I. and S. No. 463, the Commission sus- 
pended from June 1 and 25 until September 29 schedules 
contained in supplements Nos. 18 and 21 to Chicago, Mil- 
waukee & St. Paul I. C. C. No. B-2680. 

The suspended schedules contain proposed increased 
rates on cement from Mason City, Ia., and Des Moines, 
Ha., to Franklin and other points in North Dakota located 
on the Midland Continental Railroad. 

The present rate from Des Moines to these points is 
22 cents per 100 pounds and the proposed rate is 24 cents. 

Carriers also propose to increase the rate from Mason 
City 2 cents per 100 pounds. 

May 28, in I. and S. No. 465, the Commission sus- 
pended from June 1 until September 29 the following 
tariffs: 


Minneapolis, St. Paul & Sault Ste. Marie Railway— 
Sup. 17 to M., St. P. & S. Ste. M. I. C. C. No. 1960, Sup. 
4 to M., St. P. & Ste. S. M. I. C. C. No. 2141, Sup. 3 to 
M., St. P. & S. Ste. M. I. C. C. No. 2394. 

The tariffs contain proposed increased rates on lum- 
ber, logs and other forest products, from Hermansville, 
Escanaba and other points in Michigan, to points in Min- 
nesota and other states. The increases range from 2 to 
16 cents per 100 pounds. The present rate from Her- 


mansville to Bismarck, N. D., is 28 cents and the proposed 
rate is 38 cents per 100 pounds. The present rate fro 
same point of origin to Crystal, Minn., is 11 cents and 
the proposed rate is 13 cents per 100 pounds. 

May 28, in I. and S. No. 466, the Commission su 
pended from June 1 until September 29 item No. 160-5, 
supplement No. 8, to Hosmer’s I. C. C. No. A-386. 

The suspended item contains increased rates on scrap 
iron between Chicago and Joliet, Ill. The rate between 
these points is 50 cents per gross ton and the proposed 
rate is 65 cents. 

May 27, in I. and S. No. 464, the Commission sus 
pended until September 29 schedules contained in the fol- 
lowing tariffs, which were to become effective, except as 
otherwise indicated, June 1: 

Illinois Central Railroad Co., the Yazoo & Mississippi 
Valley Railroad Co., effective June 20—Sup 31 to I. C. C 
No. 3996, Sup. 20 to I. C. C. No. 3997. 

Mobile & Ohio Railroad Co.—Sup. 24 to I. C. C. N 
A-844, effective June 20. 

Morgan’s Louisiana & Texas Railroad & Steamship 
Co., Louisiana Western Railroad Co., Iberia & Vermillion 
Railroad Co., Lake Charles & Northern Railroad Co 
Sup. 2 to I. C. C. No. 2759-B. 

New Orleans & Northeastern Railroad, Alabama & 
Vicksburg Railway—Sup. 532 to I. C. C. No. 2630, effective 
June 20. 

St. Louis Southwestern Railway Co.—Sup. 5 to I. C. C 
No. 3244, effective June 20. 

Southern Railway Co. in Mississippi—Sup. 26 to I. C. C 
No. 182, effective June 20. 

F. A. Leland, agent—Sup. 21 to I. C. C. No. 980, effec- 
tive June 10; Sup. 22 to I. C. C. No. 980, effective June 
20; Sup. 10 to I. C. C. No. 988, effective June 20; Sup. 2 
to I. C. C. No. 1038; Sup. 3 to I. C. C. No 1038, effective 
June 20. 

The suspended schedules contain increased rates on 
lumber from points in Arkansas, Oklahoma and Texas to 
Omaha, Neb., and other points. 


The increase amounts to from % to 2 cents per 16 
pounds. 

June 2, in I. and S. No. 469, the Commission suspended 
until October 3 Item No. 140D, Sup. 13, to Morris’ I. C. C 
No. 395, which is indicated as effective June 5, and Item 
No. 140E, Sup. 15, to Morris’ I. C. C. No. 395, indicated as 


effective July 5. 


The suspended items provide for cancellation of re- 
shipping rates on grain and corn, in carloads, from Mil- 
waukee via Manitowoc, Wis., across lake to New York, N 
Y., Boston, Mass., and other eastern points. The present 
rate to New York via this route on export traffic is 
cents per 100 pounds, and on domestic traffic 16 cents pe! 
100 pounds. The proposed rates are 19% cents on ex 
port traffic and 22% cents on domestic traffic. Rates to 
other eastern points are likewise affected. 





May 27, in I. and S. No. 462, the Commission sus 
pended from June 1 until September 29 schedules in 
Sup. 35 to Chicago, Burlington & Quincy I. C. C. No. 8995. 

The suspended schedules contain proposed increased 
rates on hay and straw from Cameron, Browning, Carro!! 
ton and other points in Missouri to Quincy, Ill. Tie 
increases range from 2% cents to 6% cents per 1! 
pounds. The present rate from Cameron is 8% cen's 
and the proposed rate is 15 cents per 100 pounds, 
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‘LEGAL DEPARTMENT 





Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure eens | written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Application of Carmack Amendment to Reconsigned 
Shipments. 

Missouri.—‘‘A, at Horatio, Ark., delivers a carload of 
peaches to K. C. §S. Ry. Co. for transportation to St. 
joseph, Mo. The G. C. S. Ry. Co., with its connecting 
arriers, transported the shipment to St. Joseph, where 
the consignee obtains from the delivering carrier an 
exchange bill of lading for the transportation of the car 
of peaches to Dubuque, Ia. The R. I. Ry. delivers the 
car of peaches at St. Joseph and issues the exchange 
bill of lading, and, with its connecting carriers, trans- 
ports the property to Dubuque, Ia. Under the Carmack 
amendment an initial carrier is liable for any damage 
caused to these peaches, whether caused by it, the initial 
carrier, or any connecting carrier. The peaches were 
in good condition upon arrival at St. Joseph, but when 
delivered at Dubuque are damaged. Which railway is 
the initial carrier—the K. C. S. or the R. I., under the 
Carmack amendment?” 

The Carmack amendment making the initial carrier 
liable for loss or damage occurring on the line of the 
connecting carrier, contemplates delivery to the point 
designated in the bill of lading. If, therefore, the initial 
carrier at Horatio, Ark., issued a bill of lading with 
delivery at St. Joseph, Mo., its contract for carriage was 
wholly completed by safe delivery at that point and its 
liability was at an end on such delivery. The taking out 
of a new bill of lading at St. Joseph, Mo., for delivery 
at Dubuque, Ia., was a contract independent of the 
contract for carriage made with the carrier at Ho- 
ratio, and, since it was not a party thereto, it could 
not be bound by it. As the liability of the initial carrier 
cannot be extended to lines beyond the destination fixed 
in the original bill of lading, your action should be against 
the initial carrier at St. Joseph, and not the one at 


Hotatic 
‘ ‘ a 


When Contract for Carriage Begins. 

Tennessee.—‘Exhibit A, attached, is a form in use 
in this territory termed ‘loading certificate. Upon sub- 
mittance of this certificate signed by the party or firm 
performing the loading, the carrier will issue a bill of 
lading for the shipment described. It is the custom, 
among dealers in this territory, to negotiate these cer- 
tificates sometimes between themselves before presenting 
the same to the carrier for bill of lading. Interline switch- 
ing orders are also provided by the carriers, and the 
car may be switched from the line on which loaded to 
another line for shipment. 

“Suppose Jones & Co. (manufacturers), located on 
X. Y. Z. R. R., have loaded the car stated in the cer- 
tineate on orders and for account of Smith & Co. (Smith 
& Co. are brokers, who purchase from producers and 
sell to the trade). Jones & Co. present this certificate 
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to Smith & Co. and receive payment for the goods. 
Smith & Co., in due course, present the certificate to 
the carrier and receive bill of lading for shipment. Now, 
in case of a fire at the plant of Jones & Co., the car and 
contents are destroyed, who is liable for the loss in the 
following instances? 

“(1) Car is destroyed after loading has been completed 
and certificate issued by party or firm loading, but the 
certificate is still in his possession. (2) Car is destroyed 
while Smith & Co. (brokers) hold the loading certificate 
and before bill of lading has been taken for shipment. 
(3) Car is destroyed after Smith & Co. (brokers) have 
taken bill of lading for shipment.” 

Until the initial carrier has received and accepted 
the shipment for transportation it is not liable for any 
injury that might occur to it. That is to say, the duties 
and obligations of the common carrier commence with 
the delivery of the goods to it, and this delivery must 
be complete, so as to put upon the carrier the exclusive 
duty of seeing to their safety. It has been held that 
goods stored along the line awaiting shipment, where 
the owner is to load them when he can get the neces: 
sary cars, are not completely delivered to the railroad 
company until they are so loaded and ready for ship 
ment, and accepted by the carrier. As the better author- 
ities hold that the receipt of the goods lies at the founda- 
tion of the contract to carry and deliver, and not the 
issuance of a bill of lading, and as the carriers’ tariffs 
generally provide that the shipper must load or unload 
freight carried at carload ratings, if the shipment de- 
scribed is not actually delivered to the carrier, or the 
latter has not actually signed the “loading certificate,”’ 
and thus become a party thereto, it would not be liable 
in either instance cited for damages by the destruction 
of the car, for the reason that the shipment still remains 
in the hands of the owner. 


cy * * 


Consignee’s Liability for Freight. 

Iilinois—“A sells a carload of lumber to B, making 
a delivered price. Delivering line presents bill for freight 
charges, which B pays and charges to A’s account, and 
makes final settlement on the car. A goes out of busi- 
ness, and after this the railroad presents a balance due 
bill to B and claims, as consignee, that he is responsible 
for the charges. Can they enforce collection against B 
under the circumstances?” 

The Interstate Commerce Commission has held, in 
Rule 156, Conference Rulings, Bulletin 6, that it is the 
duty of the delivering carrier to collect the lawful rates 
on prepaid shipments and to correct any errors that 
may have been made by the agents of the initial carrier 
in billing. It also held, in Rule 314, ibid., that it was 
the duty of the carriers to exhaust their legal remedies 
in order to collect under charges from the party legally 
responsible therefor. The courts have uniformly held 
that the carrier may collect its charges from either con- 
signor or consignee; from the former, as the party who 
made the contract for carriage, and from the latter, as 
the owner of the goods. 

* * cs 


Actual Scale Weights Have Preference Over Estimated 
Weights. 

lowa.—“We have a number of carloads of walnut logs 

moving from Missouri and Iowa points into Des Moines 

on which there seems to be an overcharge in the weight. 

We have used a weight, which we understand is standard 
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all over the country, of 14,000 pounds to the thousand 
feet, but the scale weights as taken by the various rail- 
roads generally run a whole lot over this amount. They 
have declined our claim on this estimated weight prop 
osition and we should like to know whether there is 
a chance of our recovering on such claims.” 


Vol. XIII, No. 2 


The Interstate Commerce Commission holdings 0: 
this subject are that actual scale weights, if accurate] 
made, will have preference over estimated or purporte: 
weights. Kindly refer to page 671 of the April 4, 1914 
issue of THE TRAFFIC WORLD, in answer to “Missouri,” for 
a full review of this subject. 





Docket of The Commission 


Note.—Items in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
preceding week. 





June 8—Charlotte, N. C. —Examiner Eddy: 

* 6324—In the matter of rates on bituminous coal from points 
in Virginia, West Virginia, Kentucky and Tennessee to 
points. in Virginia, North Carolina, South Carolina, Georgia 
and Florida. 

* — Mfrs. Assn. of S. C. vs. Caro C. & O. of S. C. 
et al. 

* 5505—Belton Mills et al. vs. Norf. & West. Ry. Co. et al. 

* 5583—Columbia Laundry Co. et al. vs. Sou. Ry. Co. et al. 

* ee ae Laundry Co. et al. vs. Caro C. & O. Ry. Co. 
et al. 

* 5667—Tomlinson Chair Co. et al. vs. Va. & S. W. Ry. Co. 


et a.l 

* re Cotton Mill Co. vs. Norf. & West. Ry. Co. 
et 

* ae of Spartanburg, S. C. vs. Caro C. & O. Ry. Co. 
et al. 

* 5992—-Black Mountain Corporation vs. L. & N. R. R. Co. et al. 


June 9—Chicago. Ill.—BHxaminer Wood: 
* 6764—Cudahy Packing Co. vs. A. T. & S, F. Ry. Co. et al. 
June 9—Lansing, Mich.—Examiner Henderson: 
6241—Lansing Co. vs. Ann Arbor R. R. Co. et al. 
eee erewn Co. vs. Grand Trunk Western Ry. Co. 
et al. 
6791—Hart Bros. vs. Pere Marquette R. R. Co. et al. 


June 9—Lansing, Mich.—Examiner Henderson: 
|. & S. 370—Plaster rates from Grand Rapids, Mich. 


June 9—Texarkana, Ark.-Tex.—Examiner Pugh: 
\. £ Ss. i Rates on knitting factory products to Texarkana, 
ex.-Ark. 
1. & S. 392—Rates on fertilizer material from New Orleans, La. 
1. & S. 426—Rates on vinegar stock from Siloam Springs, 
Ark., and other points to Paris, Tex., and other points. 
6758—Maior Stave Co. vs. Memphis, Dallas & Gulf R. R. et al. 
June 10—Chicago, Ill—Examiner Wood: 
° & S S. 4837—Westbound lake and rail knit goods commodity 
rates. 
June 10—Detroit, Mich.—Examiner Henderson: 
6232—-Michigan Steel Boat Co. vs. Mich Cent. R. R. Co. et al. 
6292—Michigan Steel Boat Co. vs. A. T. & S. F. Ry. Co. 
$706—Manson-Campbell Co. vs. Grand Trunk Western Ry. Co. 


June 10—Oral argument at Washington, D. C.: 
|. & S. 383—Passenger fares between Somerset, Md., and 
points in the District of Columbia. 
= River Valley Mfrs.’ Assn. vs. Me. Cent. R. R. Co. 
et al. 
6389—-New York Docket Ry. vs. B. & O. R. R. Co. et al. 


June 11—Houston, Tex.—Examiner Pugh: 
6588—Mutual Rice Trade and Development Assn. vs. Int. & 
Gt. Nor. Ry. Co. et al. 
6099—-Chamber of Commerce of Houston, Tex., vs. Houston, 
East & West Texas R. R. Co. et al. 


June 11—Oral argument at Washington, D. ¢.: 
6483—Board of R. R. Commissioners of the State of Mon- 
tana vs. A. & P. Ry. Co. et al. 
|. & S. 386—Gravel and sand switching charges at Chicago. 
June 11—Cadillac, Mich.—Examiner Henderson: 
6703—McClintick & Co. vs. Ann Arbor R. R. Co. et al. 
June 11—Oral argument at Washington, D. C.: 
6551—Eagle Distillery vs. L. H. & St. L. Ry. Co. et al. 
June 12—Oklahoma City, Okla.—Examiner Gibson: 
oad ae Bros. et al. vs. A. T. & S. F. Ry. Co. et al. 
1. & S. 447—Rates on hides from didkhoma points. 
te 12—Houston, Tex.—Examiner Pugh: 


6752—Houston Real Estate Exchange vs. M. K. & T. Ry. Co. 


et al. 

See ane Lumber Co. vs. Houston & Shreveport 
. R. et al. 

6040—Tilford-Hunt Lumber Co. vs. St. L. S. W. of Texas 
et al. 


6250—Athens Pottery Co. vs. Texas & N. O. R. R. Co. et al. 
6790—Peden Iron and Steel Co. vs. Sou. Pac. Co. et al. 


June 13—Escanaba, Mich.—Examiner Henderson: 
6678—Chas. W. Davis vs. M. St. P. & S. S. M. Ry. Co. 


June 13—Norfolk, Va.—HExaminer Thurtell: 
Fourth Section Applications Nos. 1781, 1782 and 1625 of C. C. 
McCain, Agent. 

No. 1573 of the 8. A. L. Ry. 

No. 703 of A. C. L. R. R. 

No. 1548 of Southern Ry. 

No. 1561 of Norf. & West. Ry. 

No. 1074 of Norf. Sou. R. R. 

Such portions of the above numbered applications as ask 
authority to continue through all-rail rates on class and 
commodities from. New York, Philadelphia, Boston or 


other points via Norfolk to points in the states of Nor 
Carolina, South Carolina, Georgia, Alabama, Florida, Vir- 
ginia and Tennessee, which are in excess of the inte: 
mediate rates to and from Norfolk, Va. 
Fourth Section Applications Nos, 1625, 1781 and 1782 of C. « 
McCain, Agent. 

As ask authority to continue lower rates on class and con 
modities from New York, Boston, Philadelphia and other 
points to Norfolk, Va., than the rates concurrently a, 
plicable on like traffic 'to intermediate points. 

June 15—Washington, D. C.—Examiner J. Edgar Smith: 

* 5820—Standard Mirror Co. vs. Va. & S. W. Ry. Co. et al. 

* Fourth Section Applications No. 945 and 1548. 

* 6403—Guilford Foundry Co. vs. Sou. Ry. Co. 

* Fourth See Beotion: lication No. 1548. 

* 6676—Sta r Co. vs. Sou. Ry. Co. et al. 

June 15—Little Rock, Ark.—Examiner Flynn: 

* 6736—-H. D. Williams Cooperage Co. vs. L. V. R. R. Co. et a 


June 15—Phoenix, Ariz.—Examiner Pugh: 
* ae ay “ay & _— County Traffic Assn. vs. Arizona Eastern 
R. 0. et a 
* 6208—Graham & Gila County Traffic Assn. vs. Arizona East- 
ern R. R. Co. et al. (also fourth section involved in 6208) 
* Fourth Section Applications Nos. 
1120 of Southern Pacific Co. 
1220 of Southern Pacific Co. 
2060 of J. F. Tucker, Agent. 
3732 of Denver & Rio Grande R. R. 
4621 of Union Pacific R. R. 
* 6640—Calumet & Arizona Mining Co. vs. Sou. Pac. Co. 
June 15—Grand Island, Neb.—Examiner Gibson: 
* 6755—Edwin F. Myers vs. C. B. & Q. R. R. Co. 
June 15—Green Bay, Wis.—Examiner Henderson: 
eee Produce Co. vs. M. St. P. & S. S. M. Ry. Co 
et al. 
6778—Paine Lumber Co. vs. C. & N. W. Ry. Co. et al. 
4880—Thomas Produce Co. vs. C. M. & St. P. Ry. Co. et a! 


June 15—Tucson, Ariz.—Examiner Pugh: 
we. eI ay & Gila Co. Traffic Assn. vs. Ariz. East R. R 
‘oO. et al. 
6208—Graham & Gila Co. Traffic Assn. vs. Ariz. East R. R 
Co. et al. (Fourth Section application involved in No. 6208.) 
6640—Calumet & Ariz. Mining Co. vs. Sou. Pac. Co. 


June 16—Milwaukee, Wis.—Examiner Henderson: 
6242—United States Glue Co. vs. C. & N. W. Ry. Co. et al 
6261—Chamber of Commerce of the City of Milwaukee vs 
6377—L. Rosenheimer Malt and Grain Co. vs. St. P. M. & O 
Ry. Co. et al. 
6378—Jottelet & Co. vs. C. & O. Ry. Co. et al. 
Fourth Section Application No. 1548 of Southern Ry. Co.. in 
connection with No. 6378. 
M. St. P. & S. S. M. Ry. Co. et al. 
June 16—Ft. Smith, Ark.—Examiner Flynn: 
* 6279—Geo. Ruppell et al. vs. G. C. & S. F. Ry. Co. et al. 
June 16—Washington, D. C.—Examiner J. Edgar Smith: 
ee Lumber Co. vs. Raleigh, Charlotte & Sou. Ry. Co 


al. 
* 6237-—-Massie & Pierce vs. A. C. L. R. R. Co. et al. 
* 6243—Union Tanning Co. vs. Sou. Ry. Co. 


June 16—Omaha, Neb.—Examiner Gibson: 

* 3056—Commercial Club of Omaha vs. Anderson & Saline Rive: 
R. R. Co.. et al. (This relates solely to rehearings of the 
reparation eases of Bradford-Kenmedy Co.;: C. N. Dietz 
Lumber Co.; Walrath & Sherwood Lumber Co.; and Mc 
Shane Lumber Co.) 


June 17—Phoenix, Ariz.—Examiner Pugh: 
oo Corporation Commission vs. A. T. & 9. F. R) 
Co. eta 
4981—Pacific Creamery Co. vs. Sou. Pac. Co. et al. 
6255—Solomon Wickersham Co. vs. Ariz, East R. R. Co. et al 
Fourth Section application No. 1161 of Southern Pacific (i! 
connection with Docket No. 6255). 


June 17—Milwaukee, Wis.—Examiner Henderson: 
6435—Petit Salt Co. vs. C. M. & St. P. Ry. Co. et al. 
6675—Waukesha Lime and Stone Co. vs. C. M. & St. P. R) 
Co. et al. 
6722—Albert Trostel & Sons vs. L. V. R. R. Co. 


i 17—Indianapolis, Ind.—Examiner Wood: 
. & S. 389—Cement rates from Mitchell, Ind. 


Pe. 17—Omaha, Neb.—Examiner Gibson: 

* 6375—Omaha Bicycle Co. et al. vs. C. & N. W. Ry. Co. et 4 

* 6716—C. W. Hull Co. vs. A. T. & 8S. F. Ry. Co. et al. 

* 6726—C. W. Hull Co. vs. Mo. Pac. Ry. Co. et al. 

* 6267—Jerpe Commission Co. vs. U. P. R. R. Co. 

June 17—Washington, D. C.—Examiner J. Edgar Smith: 

* 6326—W. A. Wimsatt, trading as Johnson & Wimstatt, vs. Ga 

So. & Fila. Ry. Co. et al. E 

* 6507—Petterman Bowl and Column Mfg. Co. vs. Sou. Ry. C 
in Miss. et al. 

* 6540—W. F. McDiarmid Co. vs. Pa. R. R. Co. 
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1e 17—Muskogee, Okla.—Examiner Flynn: 
797—Standard Roofing Co. et al, vs, M. K. & T. Ry. Co. et al. 
ne 18—Hearing of Docket 6195, Heileman Brewing Co. et al. 
vs. C. B. & Q. R. R. Co. et al., now assigned before Ex- 
iminer Henderson at La Crosse, Wis., is postponed to a 
date to be hereafter fixed. 
ne 18—McAlester, Okla.—Examiner Flynn: 
781—Chas. E. Lewis vs. A. C. L. R. R. Co. et al. 
6881—McAlester Fuel Co. vs. M. K. & T. Ry. Co. et al. 
ne 18—Indianapolis Ind.—Examiner : Wood: 
& S. 435—Car spotting charges. 
6850—Indianapolis Chamber of Commerce et al. vs. B. 
R. R. et al. 
ne 18—Omaha, Neb.—Examiner ,Gibson: 
6437—George H. Lee Co. vs. C. B. & Q. R. R. Co. et al. 
{12—Nebraska Bridge Supply and Lumber Co. vs. Ala. Gt. So 
R. R. Co. et al. 
6660—H. N. Jewett vs. C. B. & Q. R. R. Co. et al. 
june 18—Washington, D. C.—Examiner J. Edgar Smith: 
6496—Ellis & Myers Lumber Co. vs. Virginian Ry. Co. et al. 
Fourth Section Application No. 919. , 
6704—Geo. R. Gregg & Co. vs. N. Y. C. & H. R. R. R. Co. 
et al. 
6718—Oakland Motor Car Co. vs. Grand Trunk Ry. Co. of 
Canada et al. 
June 18—Phoenix, Ariz.—Examiner Pugh: 
|. & S. 434—Less than carload freight reconsignment priv- 
ileges. 
6806—Arizona Corporation Commission vs. A. T. & S. F. Ry. 
Co. et al. 
June 18—La,\ Crosse, Wis.—Examiner Henderson: 
6195—G. Heileman Brewing Co. et al. vs. C. B. & Q. R. R. 
Co, et al. 
6637—John Gund Brewing Co. vs. C. & N. W. Ry. Co. et al. 
6782—West Salem Canning Co. vs. C. & N. W. Ry. Co. et al. 
June 19—Phoenix, Ariz.—Examiner Pugh: 
6346—Motorcycle Co. vs. Ariz. East R. R. Co. 
6460—I. M. George vs. A. T. & S. F. Ry. 
6514—L. G. Ochsenreiter vs. A. T. & S. F. Ry. Co. et al. 
6553—Arizona Corporation Commission vs. A. T. & S. F. Ry. 
Co. et al. 
June 19—Washington, D. C.—Examiner J. Edgar Smith: 
* 6858—American Woolen Co. vs. N. Y. N. H. & H. R. R. Co. 
6863—Patent Cereals Co. vs. L. V. R. R. Co. 
June 19—Denison, Tex.—Examiner Flynn: 
* 6877—Hughes & McCoy vs. R. R. lL. & G. Ry. 
June 19—Omaha, Neb. oxaminer Gibson: 
* 6462—E.. A. Nordstrom vs. C. = & St. P. Ry. Co. et al. 
* 6652—McShane Lumber Co. vs. Cc. & S. F. Ry. Co. et al. 
* 6692—-Sunderland Bros. Co. vs. & & A. R. R. Co. et al. 
* 6694—Lee-Coit-Andreesen Hardware Co. vs. Crosby Transp. 
Co. et al. 
June 20—Omaha, Neb.—Examiner Gibson: 
* 6471—Gate City Malt Co. vs. C. St. P. M. & O. Ry. Co. 
* 6609—Thomas J. Gwynn vs. C. B. & Q. R. R. Co, 
* 6813—Hynes Elevator Co. vs. C. M. & St. P. Ry. 


June 20—Ft. Worth, Tex.—Examiner Flynn: 
* 6449—Stowers Grain Co. vs. St. LL. I M. & So. Ry. Co. 
* 6693—L. D. Smith et al, vs. T. & P. Ry. Co. et al. 
* 6536—Siouthern Produce Co. vs. T. & P. Ry. Co. 
June 20—Minneapolis, Minn.—Examiner Henderson: 
6160—Minneapolis Threshing Machine Co. vs. Minn. & St. L. 
R. R. Co. et al. 
6181—Minneapolis Threshing Machine Co. vs. M. St. P. & S. 
S. M. Ry. Co. et al 
6202—Red Wing Linseed Co. vs. C. M. & St. P. Ry. Co. et al. 
& P. Ry. Co. 
2042 of W. H. agent, 


Co. et al. 


et al. 


Co. et al. 


et al. 


6296—Northwestern Feed Co. vs. C. R. I 
Fourth Section Application No. 
in connection with No. 6202. 
June 22—Duluth, Minn.—Examiner Gibson: 
5416—Curry & White Co. et al. vs. D. & I. R. R. Co. et al. 
June 22—Washington, D. C.—Examiner Wood: 
* 6770—Western, Dodson & Co. et al. vs. Cent. 
N. J. 


Hosmer, 


R. R. Co. of 


June 22—Washington, D. C.—Examiner J. Edgar Smith: 
* 6453—O’Connee Brick and Tile Co. vs. S. A. L. Ry. 
June 22—Dallas, Tex.—Examiner Flynn: 

* 6451—Texas Refining Co. vs. Ala. & Vicks. Ry. Co. _et al. 
* 6433—Brown Cracker and Candy Co. vs. Atlanta & W. P. 


Co. et al. 
* 6386—Russell Bros. vs. C. R. I. & P. Ry. Co. et al. 


ou 22—-Los Angeles, Cal.—Examiner Pugh: 
& S. 379—Hide rates to Los Angeles, Cal. 

6389—American Live Stock Assn. et al. vs. Sou. Pac. Co. et al 
6529—Edmund Peycke Co. vs. Wells Fargo Co et al. 

une 22—Minneapolis, Minn.—Examiner Henderson: 
6312—National Pole Co. et al. vs. Minn. & Int. Ry. Co. 
6359—Fullerton Lumber Co. vs. C. R. I. & P. Ry. Co. et al. 
6420—Bruer Bros. Lumber Co. vs. C. M. & St. P. Ry. Co. ~ 


une 23—Los Angeles, Cal.—Examiner Pugh: 

6046—Lee, Chamberlain & Co. vs. D. & R. G. R. Co. et al. 

6515—Coaling, Water and Electric Co. vs. Guif, Colorado & 
Santa Fe Ry. Co. et al. 

6517—General Construction Co. vs. A. T. & S, F. Ry. Co. et al. 


une 23—Minneapolis, Minn.—Examiner Henderson: 
6561—McCaull-Dinsmore Co. vs. Mo. Pac. Ry. Co. et al™ 
6673—McCaull-Dinsmore Co. vs. C. M. & St. P. Ry. Co. 
ee Lumber and Grain Co. vs. C. M. & St. P. 
y. Co. 
6639—-Gamble-Robinson Co. et al. vs. Chicago Great Western 
R. R. Co. et al. 
ine 24—Marshall, Tex.—Examiner Flynn: 
, ee Car Wheel and Foundry Co. vs. T. & P. Ry. 
0. et al. 


et al. 
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June 24—Minneapolis, Minn.—Examiner Henderson: 
6522—E. P. Stacy Fruit Co. vs. Northern Express Co. et al. 
6783—Drake Marble and Tile Co. vs. N. Y. Cent. & Western 
Ry. Co. et al. 
1. & S. 404—Transit privileges on grain and grain products 
at St. Croix Falls, Wis. 


June 25—Beaumont, Tex.—Examiner Flynn: 
* 5501—Charles L. Wallis vs. T. & N. O. R. R. Co. et al. 
* 5754—Chamber of Commerce of the City of Beaumont vs 
G. C. & §. F. Ry. Co. et al. 
* Fourth Section Application No. 628. 
* 6594—Beaumont Iron Works vs. G. C. & S. F. Ry. Co. 
June 26—San Francisco, Cal.—Examiner Pugh: 
ea Jose Chamber of Commerce et al. vs. 
et al, 
l. & §S. 405—Transcontinental class and commodity rates to 
and from Marysville, San Jose and Santa Clara, Cal. 
6803—G. W. Hume et al. vs. Sou. Pac, Co. et al. 


June 26—Duluth, Minn.—Examiner Henderson: 
Oe eae Co. vs. Northern Pacific Ry. Wo. 
eta 
6274—Duplex Mfg. Co. vs. C. M. & St. P. Ry. Co. 
6650—Bradley Timber and Ry. Supply Co. vs. Minn. & Im 
Ry. Co. et al. 
June 27—Port Arthur, Tex.—Examiner Flynn: 
* 6001—Basin Supply Co. vs. Texarkana & Ft. Smith Ry. Co. 
* a Arthur Rice Milling Co. vs. T. & N. O. R. R. Co. 
et al. 
June 29—Portland, Ore.—Examiner Pugh: 
6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. Co. et al. 
6523—City of Astoria, Ore., vs. Spokane, P. & 8S. Co. et al. 


June 29—Kalamazoo, Mich.—Examiner Brown: 
* 6625—Michigan Paper Mills Traffic Assn. et al. vs. 
Ss. F. et al. 
June 30—San Antonio, Tex.—Examiner Flynn: 
* 6555—Alama Iron Works vs. P. R. R. Co. et al. 
* sc SP C. Timpson Brokerage Co. vs. Ariz, East. R. R. Co. 
et al, 
June 30—Portland, Ore.—Examiner Pugh: 
a gic Junk House et al. vs. Ore.-Wash. R. R. & Nav. 
50, et al. 
§6252—Fileischner, Mayer & Co. vs. Nor. Pac. Ry. 


July 1—Portland, Ore.—Examiner Pugh: 
6260—Salem Iron Works et al. vs. Sou. Pac. Co. et al. 
6283—Northwestern Fruit Exchange vs. Payette Valley R. R. 
6293—Pacific Fruit and Produce Co. vs. Sou. Pac. Co. 
ee & Criswell vs. Ore.-Wash.‘R. R. & Nav. Co. 

et al. 

July 1—Chicago, IIl.—Examiner Brown: 

* 6641—National Assn. of Ice Cream Mfrs. 

Co, et al. 

July 1—Waco, Tex.—Examiner Flynn: 

* 6198—Wm. Cameron & Co. vs. St. L. & S. F. R. R. Co. et al. 

* 6427—Wm. Cameron & Co. vs. Tex. & Ft. S. Ry. Co. et al. 

* — ae Grocery Co. vs. M. La. & T. R. R. & S. 8S. Co. 

eta 

July 2—Chicago, Ill.—Examiner Brown: 

*1. & S. 419—Rules governing shipments of packing house 

products and other freight shipped in peddlar cars. 
2—Stamford, Tex.—Examiner Flynn: 

28—Stamford Cycle Co. vs. A. T. & S. F. Ry. 


July 2—Portland, Ore.—Examiner Pugh: 
6493—California Corrugated Culvert Co. vs. 
R. R. Co. et al. 
6675—Dant & Russell vs. Gilmore & Pittsburgh R. R. Co. 


July 6—Seattle, Wash.—Examiner Pugh: 
1. & S. 391—Transit privileges on carload shipments of fish. 
\. & S. 399—Rates on melons from California points. 
July 6—El Paso, Tex.—Examiner Flynn: 
* oF ee, Zork & Moyes vs. Pecos & Nor. Tex. Ry. Co. 
et al. 
* 6416—McArthur Bros. Co. vs. El Paso & S. W. Co. 
* ere Valley Oil and Cotton Co. vs. Sou. Pac. Co. 
et al. 


6—Chicago, Ill.—Examiner Brown: 
* 6687—F. W. Stock & Sons vs. C. M. & St. 


“- 7—Chicago, Ill.—Examiner Brown: 

6—San Toy Coal Co. vs. Akron, Canton & Youngstown 
Ry. Co. et al. 

July oe Ill.—Examiner Brown: 

i. @ 428—Class rates from Terre Haute, Ind., and other 
calle to Kansas City, Mo., and other destinations. 


8—Boise, Idaho.—Examiner Pugh: 
Boise Lumber Co. vs. Pacific & Idaho Nor. Ry. Co. et al. 


July 9—Roswell, N. M.—Examiner Flynn: 
* 5507—J. M. Hail & Co. vs. A. T. & 5S. F. Ry. 
July 9—Boise, Idaho—Examiner Pugh: 
6712—Public Utilities Commission of State of Idaho vs. O. S. 
L. R. R. et al. 


oy, 10—Milwaukee, Wis.—Examiner Brown: 
* 6—City of Milwaukee vs. C. M. & St. P. Ry. Co. et al. 
. & S. 40—Switching rates at Milwaukee, Wis. 


July 10—Boise, Idaho—Examiner Pugh: 
6531—Crane Falls Power and Irrigation Co. vs. 
R. R. Co. 
11—Amarillo, Tex.—Examiner Flynn: 
Fifer Caudle vs. Union Pac. R. R. Co. et al. 


A. T. & S. F. 


A. T. & 


Co. et al. 


vs. Adams Express 


Jul 
Co. et al. 


Ala. Gt. Sou. 


Jul 
P. Ry. Co. et al. 


Jul 


Co. et al. 


0. 8. L. 


Jul 
* 
* 6440—Fifer Caudle vs. Union Pac. R. R. Co. 


July 13—Woodward, Okla.—Examiner Flyn 
* 6737—J. H. Criswell vs. Wichita Falls &  N. Ww. 


July 14—Peoria, Ill.—Examiner Brown: 
* sée4—c faicage, Ottawa & Peoria Ry. vs. C. & N. W. Ry. Co. 
et al, 


Ry. Co. et al. 
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Increasing Efficiency on the Short Haul 
New devices and methods that have made good by increasing efficiency in x 1" and 


other branches of traffic work. Contributions are welcomed. THE T 


FIC 


WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


TERMINALS AND TRUCK MARKET 





(The Commercial Vehicle.) 

Just how inadequate freight handling systems of com- 
mon carriers restrict the market for motor trucks is shown 
by the condition of affairs in Louisville, Ky., where for 
the most part the various forms of commercial vehicles 
have proven altogether effective except in the conveying 
of freight to and from wholesalers’ warehouses and the 
freight depots of the railroads. 

For the most part Louisville’s wholesalers and jobbers 
continue the use of teams in handling freight between 
their warehouses and the several railroad stations. Sev- 
eral of them have stated that they would most gladly 
relegate horse-drawn vehicles to the discard in favor of 
motor trucks if conditions at the railroad depots were 
more favorable to the use of the motor vehicle. In this 
connection they are watching with close interest the pro- 
ceedings undertaken by the team owners’ organizations 
of New York and Philadelphia before the Interstate Com- 
merce Commission with the object of persuading that 
body to compel better service from common carriers with 
respect fo the delivery and the receiving of freight. 

The larger proportion of the freight which is shipped 
out of Louisville goes over the lines of the Louisville & 
Nashville Railroad, which radiate in practically all direc- 
tions from the city. This means that wholesalers in 
Louisville have to regulate their freight handling forces 
and equipment according to the requirements of the Louis- 
ville & Nashville. Other railroads with terminals in Louis- 
ville receive freight shipments very generally on the one- 
dump plan and are able to dispose of them readily. One 
reason why this is true of railroads other than the Louis- 
ville & Nashville is that the bulk of freight, aside from 
the through freight, handled out of Louisville, is south- 
bound, which indicates that most of the roads which enter 
Louisville carry or deliver shipments which originate in 
territory to the north, northeast or northwest. Probably, 
furthermore, they deliver more freight for rehandling in 
Louisville than they receive for shipment out of Louisville. 


Small-Quantity Consignments. 


The Louisville & Nashville, however, centers in Louis- 
ville, and, with its extensive system of lines in the South 
and its peculiar traffic regulations, is naturally the road 
that gets most of the southbound freight. A system of 
handling package freight in described sections is worked 
out to a minute degree, providing for rapid transit of a 
ear so loaded to any definite point on the system, and its 
subsequent further conveying by local freight to points on 
any specified division. Shipments in carload lots and re- 
ceipts in carload lots are simpler propositions for both 
the shipper and the railroad, but since a very large pan 
of any wholesaler’s business is in the way of consignments 
in smaller quantities, it is these which have to be con- 
sidered most carefully in devising any system of freight 
handling. 

The Louisville & Nashville is an old railroad and its 
freight depot, the one at Ninth street and Broadway, 


through which the jobbers do most of their business, i 
in the form of two long sheds, with tracks between. There 
are three tracks, and each of the sheds extends a distanc: 
of nearly four city blocks, paralleling Ninth street, from 
Broadway to Kentucky street. Each shed has thirty 
platforms, or doors, numbered according to the destina 
tion of the shipments received at the various platforms 
and the cars are switched in a corresponding order. Sup- 
pose now that a wholesaler sends a truckload of package 
freight to this depot, with one shipment for Glasgow, Ky.; 
another for Beattyville, Ky.; another for Pensacola, Fla., 
and another for Montgomery, Ala. 


Drivers Must Peddie Shipmente. 


Can the driver back his truck up to any single platform 
or to any one of a series of platforms and unload at once? 
He certainly cannot. He stops, say, at platform No, 4 and 
sets off his Glasgow shipment, has it duly checked and 
receives his receipt from the clerk. Then he gets under 
way again and goes along to platform No. 11, where he 
unloads the shipment for Beattyville. Sometimes he must 
take his place in a line of other vehicles which are wait- 
ing for an opportunity to unload at the same platform. 
And so on. 

One of the large wholesalers in Louisville estimates 
that this system of delivery to the Louisville & Nashville 
means a loss of from 30 to 45 minutes for every load his 
team of mules or his motor truck takes down there. And 
when it is considered that this house buys practically in 
carload lots and that such delivery is made on its own 
switch, meaning, therefore, that his wagons return empty 
to his warehouses, the waste of time and loss of efficiency 
is most obvious. : 

It is unlikely that a wholesaler with this condition to 
contend with is going to put in a fleet of motor trucks 
whose most marked point of superiority over the mule- 
drawn vehicle is discounted by the loss of time involved 
in this way. He would have his motor standing half of 
its time or more at the platforms of the railroad depot, 
and the engines of his cars subjected to an unfair burden 
in the frequent startings and stoppings and reversings 
such times, 


FOR LIGHTING FREIGHT YARDS 





Under the supervision of D. P. Morrison, chief ele: 
trician of the Pittsburgh & Lake Erie Railroad, that 
company is trying out at Pittsburgh a new system 
the lighting of freight yards that is being watched wi' 
interest by railroad men. The experiment is being con- 
ducted in the McKees Rocks classification yard. 

Ordinarily the poles supporting the lights in railroid 
yards are fifteen to twenty feet high. Thus the light 
from a lamp in the midst of a yard crowded with cars 
is practically lost. The Pittsburgh & Lake Erie officials 
with the assistance of Mr. Morrison, set out to devise 
a scheme that would produce a uniform light over tiie 
entire yards. That result has been accomplished \y 
the erection of eight towers 100 feet high, at the tops 
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Exterior View 


OTERO PESTER DOSES EEN 


Now doing a great work 
for this great plant 


i 


eee 


View looking up inclire 


| 
is ok 


These pictures are of the latest installation of the 


OTIS 


INCLINED ELEVATOR 


TS adaptability to any requirements, its 
tremendous capacity and its small op- 
erating cost never had a better illustration 
than is given by its installation at the 
Continental Paper Company’s plant, 
Bogota, N. 
HE grinding machines into which the 
materials, scrap paper, must 
go, are on the third floor, thirty feet 
above the platform on which this raw 
material is unloaded from the freight cars. 


7 Ow as was impossible before the 
installation of the Inclined Elevator 
—these machines can be kept running at 


full capacity by the continual feeding 
from the trucks coming at the rate of 80 


J., manufacturers of cardboard. 


raw 
first go, 


feet per minute up the 82-foot incline, and 
at times arriving at the upper level at the 
rate of 8 trucks per minute with loads 
weighing from 800 to 1,000 Ibs. each. 


TEN-HORSEPOWER Motor supplies 

all the power needed by this Elevator. 
What a convenience, what a saving it is 
can be understood without further facts. 


T is often an Otis Inclined Elevator and 

not additional manufacturing equipment 
that is really needed to increase the out- 
put of a plant. There are few plants, in- 
deed, operating on more than one floor 
which can not profit by the use of the 
Otis Inclined Elevator. 


Write for Booklet 


Otis Elevator Company 


Eleventh Avenue and Twenty-sixth St., New York 
600 West Jackson Boulevard, Chicago 


Offices in All Principal Cities of the World. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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of which are powerful mercury arc lights. The towers 
are of structural steel, with a twelve-foot base, about 
a foot square at the top, and, instead of being placed 
throughout the yard, are around the outside, so that all 
the light is thrown into the center. 


MINNEAPOLIS TERMINALS 


With the completion of the waterway development 
going on under the direction of the government and the 
water terminal facilities just authorized by the municipal 
authorities of Minneapolis, that city expects to have as 
good an equipment for handling freight as exists in a 
similar situation anywhere. 

Not only, it is believed, will there develop a large 
volume of commerce between Minneapolis and New Or- 
leans, but the municipal docks will become a great trans- 
shipping point. 

This terminal site facing the Mississippi River, in- 
e‘uding the width of marginal streets, has an area of 
6.2 acres. Steamboat and barge men declare that there 
is no better terminal site on the river. The city engineer 
reports it entirely possible to connect the terminal with 
the railroad yards about the mills, only half a mile distant. 

The “high dam,’ five miles below the Washington 
avenue bridge, is expected to be completed within a year, 
and when it is done it will produce a greater depth of 
water than six feet between the dam and the bridge 
mentioned. Provision was made a year ago to extend 
the six-foot project from the Omaha bridge to the dam, 
and during the present season a channel is to be exca- 
vated of full depth and wide enough to allow the largest 
boats to pass through. Later this channel is to be 
widened to 240 feet. 

Concrete Quay Wall. 





When the dam is finished there will be enough water 
to allow loaded barges to lie close to the quay wall. 
This wall is to be 1,333.9 feet long, built of concrete and 
10 feet thick at the base. The city engineer has been 
directed to proceed with the work, and it is planned 
to have the structure completed this summer, with the 
filling and grading finished before winter. It is intended 
to add sheds, warehouses, cranes, spur tracks and other 
facilities as they may be needed. 

Owners of boat lines now operating between St. Louis 
and St. Paul are eager to bring their boats to Minneapolis, 
and it is thought now that it will be possible for them 
to do so in the summer of 1915. It is hoped, too, that 
barge lines for freight traffic operated in a manner simi- 
lar to that employed on the Missouri and Black Warrior 
rivers will be put into service soon. 


Extension of Canal Route. 


Officials, business men and other citizens of Min- 
neapolis consider that the Mississippi River forms a nat- 
ural extension of the Panama Canal route to the very 
heart of North America, and a natural outlet for the 
Mississippi Valley. Minneapolis, at the head of naviga- 
tion, is believed to have an important advantage in 
being nearest the rich agricultural country that lies be- 
yond it. 

While the old-fashioned river steamer is going out 
of use, the modern steel barge and up-to-date terminal 
facilities coming into service are seen to go a long way 
toward solving the transportation problem. Boat landings 
on certain rivers in other countries are reported to be 
so well equipped with handling devices that a saving 
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often is effected by transferring from rail to water ca 
riers and back again to rail carriers in routing freig! 
distances of 500 miles or less. It is said that, exceptin 
at Kansas City, where a beginning has been made, | 
devices Comparable with these are found in the Units 
States. 

The national government is spending millions of d 
lars on a project which, it is said, will provide the upp 
Mississippi with a channel as good as those in some 
the most commercially useful streams abroad, and s 
perior to those in the upper Ohio and Missouri, where 
millions of tons of freight are handled through the year 
in barges. In the action it has just taken for the con- 
struction of docks the city considers that it is keeping 
faith with the general government, as well as serving 
its own interests, by providing a suitable public terminal 
on a great waterway that is being improved without the 
imposition of any local taxation. 


PERSONAL NOTES 


E. B. Asheraft is appointed general manager of the 
Fibre Shipping Containers’ Association, with offices at 
29 South LaSalle St., Chicago. 

The Atlanta, Birmingham & Atlantic Railroad an 
nounces that Willis Callaway is appointed Florida agent 
at Jacksonville, Fla., vice H. E. Partridge, Jr., resigned. 





Frank L. Borton, Western Superintendent of the Union 
Line, died at Evanston Tuesday. Funeral services were 
held at Evanston Thursday, and at Rancocas, New Jersey, 
Friday. 

John McAuliffe, Jr., is appointed foreign freight agent 
of the New York Central & Hudson River Railroad Co., 
with headquarters in New York Produce Exchange Build- 
ing, New York City. 

The jurisdiction of Superintendent E. E. Lillie 
Spokane & Inland Empire Railroad Co., is extended to 
cover the traction division, vice F. C. Farr, resigned 
to engage in other business. 

Lawrence J. Lashley, for a number of years chief 
clerk to J. J. Kelleher, General Freight Agent of the 
United Fruit Co., has been promoted to the post of freight 
agent, with headquarters in New Orleans. 

J. C. La Coste is appointed Assistant General Freight 
Agent of the Rock Island, with headquarters at Kansas 
City, Mo., vice Fred Smith, resigned. F. K. Crosby suc- 
ceeds Mr. La Coste as C. T. B. at Chicago. 

In the list of agents issuing tariffs, published Ma) 
30, 1914, page 1124, John A. Ryan was given as the agent 
of the Virginia Lines Tariff Bureau, Richmond, Va. J. J 
Cottrell has for several months been the tariff agent on 
those issues. 

The general offices of the New York Despatch ke 
frigerator Line, National Despatch Refrigerator Line. 
Chicago, New York & Boston Refrigerator Co. have bee 
removed to the Merchants Loan and Trust Buildi 
Chicago. 

The Minneapolis & St. Louis Railroad Co. announces 
that O. E. Shaner is appointed traveling freight age! 
reporting to E. L. Dalton, General Agent Traffic Depa 
ment, Chicago, vice E. H. List, resigned to accept servi:e 
with another company. : 

John S. Campbell is appointed agent at Portland, Ore- 
gon, representing the Freight and Passenger departmen(s 
of the Pennsylvania Lines. Mr. Campbell will report 02 
passenger matters to H. A. Buck, Pacific Coast agent 
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| ~ Just the Information We Need’ 
poo NEW INTERNATIONAL 


~The MERRIAM WEBSTER Every day in your talk and reading, 

| on the street car, in the office, shop, 
and school some new question is sure 
to come up. You seek quick, accurate, 
meneyeipedic, up-to-date information. 


=\This NEW CREATION will answer all 
ea your questions with final authority. 

%\ 400,000 Words Defined. 2700 
* -\ Pages. 6000 Illustrations. 
S\ Cost $400,000. The only dic- 
tionary with the new divided 
page. A ‘**Stroke of Genius. ’’ 


Write for specimen pages, FREE. 


G. & C. MERRIAM CO0..7°.% 


SPRINGFIELD, MASS. LW 


LES 


REVOLVATOR 


Reg. U. S. Pat. Off. 
Also Known as 


“Portable Elevators” 

“Tiering Machines” 

“Case Stackers,” Etc. 
For 


Raising and Lowering 


heavy, bulky or fragile articles 
piled one on top of another 


A Time, Labor and Space 


Saver 


All Styles, Sizes and Capacities 
Hand and Motor Power 


N. Y. REVOLVING PORTABLE ELEVATOR CO. jsesty°any! Wt, 


Newest and Biggest 


Storage Warehouse 


Located in the heart of the business district, 
has one million square feet of fire- 
proof storage space. 

Short hauls for teams of city customers 
and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 


Soo Terminal Warehouse Co. 
519 West 12th Street 
CHICAGO 


Phone Canal 5740 


Pennsylvania Lines, San Francisco, and on freight matters 
to Frank L. Borton, Western Superintendent, Union Line, 
Chicago. F. N. Kollock, district agent, will be assigned 
to other duties. 


clifford Thorne, chairman of the state railroad com- 
mission, has been nominated for re-election by 10,000 
plurality in the Iowa primaries. James H. Wilson, known 
as “Prairie Jim” Wilson, was also nominated. There are 
two places to be filled« The Democratic nominations 
have not yet been returned. 


W. M. Cowhig, who has been appointed to the newly 
created position of Superintendent of Freight Transporta- 
tion of the Southern Railway, had since February, 1912, 
been Superintendent of Transportation, and has been in 
the service of the Southern continuously since Aug., 1886, 
beginning as a messenger boy on the old Richmond & 
Danville. 


INTEREST ON OVERCHARGE CLAIMS 


The Interstate Commerce Commission’s ruling 379 
is thus restated: 

“It is the view of the Commission that in the settle- 
ment of an overcharge claim (by which is meant the 
amount collected on a shipment in excess of the legally 
published rate) the claimant is entitled to interest thereon 
at the rate of 6 per cent per annum from the date of 
the improper collection, except that in the settlement of 
an overcharge claim involving questions of weight and 
an overcharge claim involving questions of classification 
the claimant is entitled to interest thereon from the date 
the claim is presented to the carrier. 

“The Commission does not regard it as unlawful for 
a claimant to accept in satisfaction of his claim the 


LABOR-SAVING 
COST-CUTTING 


Conveyers 


OF ALL TYPES, BOTH 
GRAVITY AND POWER 


The Mathews Line of 
Handling Devices are recog- 
nized as standard ,represent- 
ing the highest degree 
of mechanical efficiency. 
The passing of 
the truck and plat- 
form elevator marks 
the introduction of 
scientific and auto- 
matic handling ap- 
Pplianeces for secur- 
ing maximum speed 
and economy in the 
handling of package 
freight, in wood, 
paper or metal con- 
tainers. 


We put the first steel, ball-bearing Gravity Conveyers on 
the American market. Now we have many perfected types 
—one for almost every purpose. 

Our patents cover the best-known and most successful 
mechanical ideas employed in conveyer construction, both 
gravity and power. 

Our devices are used almost exclusively by leading manu- 
facturers, wholesalers, jobbers and handlers of every known 
product. 

Every industry has its handling problem, involving a large 
annual expense for wasted time and labor. For nearly all 
of such problems we have a mechanical solution. 

Send for our catalog covering equipment for handling mis- 
cellaneous commodities. 

Special spiral catalog and special brick conveyer and lum- 
ber conveyer catalogs on request. 


MATHEWS GRAVITY CARRIER CO. 


Branch Factories |LONDON ENG. Ellwood City; Pa. 


Branch Offices in All Leading Cities 


Mathews Gravity Double-Roller Spiral 
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ascertained amount of an overcharge, without interest; 
and the Commission is of the opinion that when such a 
refund is made by the carrier within 30 days after the 
improper collection of the overcharge it may be regarded, 
in accordance with a well-established usage, as a cash 
transaction upon which interest does not accrue. 

“The views expressed in this ruling shall be under- 
stood as applying to all pending and unsettled overcharge 
claims, and to those arising in the future, but not as 
authorizing or requiring the reopening of any claim that 
has been settled and closed by the acceptance by a claim- 
ant of the amount of an overcharge without interest.” 


OHIO FALLS IN LINE. 

The Ohio Public Utilities Commission has decided that 
the Newburg & South Shore Railway is a common carrier 
and thus confirmed the attitude of the Pennsylvania and 
New York commissions as opposed to the Interstate Com- 
merce Commission in the Industrial Railways controversy. 


MARCH OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
The Commission Monday put out complete figures 
March, 1914, and they show, as indi- 
cated by the summaries made from partial returns, that 
the month was better than the corresponding month of 
1913, but not as good as March, 1912. The better show- 
ing is due to a increase in the freight revenue 
and a comparatively heavy cut in ‘expenses. For in- 
stance, in March, 1914, the freight revenue per mile 
of road was $772.42, as compared with $761.74 in March, 
1913, and $755.36 in 1912. But decrease 
of $5 per mile in total operating revenue and a fall 
of total operating expenses of $16.80, so that the net 
operating revenue for March, 1914, was $293.83, while in 
March, 1913, it was only $282.03, the increased net being 
$11.80 per mile over the 225,636 operated. 

The net for the nine months, however, fell from 
$3,302.24 to $2,893, a loss of $409.24 compared with the 
corresponding nine months of the preceding year. For 
the corresponding months of 1911-12 the net was $2,999.24, 
or $102.24 greater than for the last nine months. 

Taking in auxiliary operations and tax accruals, the 
operating income—that is, what was left in the till— 
shows a less favorable aspect, the March, 


for operations in 


small 


there was a 


excess of 
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1914, over March, 1913, being only $6.88 a mile, instead 
of the $11.80 shown under net operating revenue. 

In the eastern district the net operating revenue 
1914, was $10.79 cents above the net operat 
ing revenue of March, 1913, but $130.05 less than 
March, 1912. 


For the nine months ending with March, 1914, 
net operating -revenue in the eastern district is 


$1,055.07 less than for the corresponding nine mont 
of the preceding year and $738.03 less than for the 
months of 1911-12. 

In the southern district the net operating revenu 
for March, 1914, was $7.81 greater than for March, 191 
and $23.47 greater than for March, 1912. In the western 
district the net operating revenue was $14.29 greater 
than for the corresponding month in 1913 and $ 
greater than for March, 1912. 


PRESIDENT ON RATE INCREASE 


his conviction 





President Wilson again expressed 
callers Monday that any present unsatisfactory conditior 
in business was not general, but was less felt in the 
United States than in any other part of the world. He 
said it was his impression that any unsatisfactory con 
dition centered largely about the railway 
and that was reflected in the steel industry and in othe! 
industries allied which depend especially upor 
railway development for prosperity. 


very offices 


closely 


The impression that the President’s callers received 
that he would not disapprove of an increase in railroad 
rates, should the Interstate Commerce Commission grant 
it, was strengthened by the President’s reply to a ques 
tion whether recent railroad disclosures had reacted 
depress the railroad industry. His reply was 
fiedly that he had no information indicating that the dis 
closures were responsible. This was taken to mean that 
the President did not feel that the roads were reaping 
a whirlwind themselves, but were entitled 
consideration. 


unguali 


sown by 


But when one of the newspaper correspondents preseli 
drew the conclusion that the President had a conviction 
as to what should be done in the advanced rate case, the 
latter stopped him by saying that he had never said be 
favored an advance in rates. 











Why Verify Rates, When Weights Are Subject to Dispute? 


The money paid by the shipper and received by the carrier for the trans- 
portation of a carload of freight is the product of the rate times the weight. 


Rate quotations are necessarily subject to clerical error and hence to dispute. 
Weight records are not— when accurate scales are used, associated with - - 


THE STREETER-AMET AUTOMATIC WEIGHT RECORDER 











It records, in type, the exact weight indicated by the scale. 


By its use 


cars can be weighed in motion four times as fast as with hand recording. 


Streeter-Amet Weighing & Recording Co., Hartford Bldg., Chicago 
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Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


H. R. Small 1 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 








Watson & 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 


John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 











Hal H. Smith 


(Beaumont, Smith & Harris) 


Walter E. Mc Cornack 


He Formerly attorney for Interstate Commerce Com- 
CO! mission; Counselor at Law 

Suite 956 First National Bank Bldg., 
Chicago, Il. 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 








C. D. Chamberli Littleford, James, Ballard & Frost 

a ° e am r n Francis B. James (Commerce Counsel and Attor- 

ney and Counselor at Law), in charge of Washing- ; 

-" Attorney at Law, Commerce Counsel for the ton office, where E. E. Williamson (Transportation : 
National Petroleum Association Expert and Statistician) is associated. 
Rose Bldg., Cleveland, Ohio 805-6-7-8 Westory Bldg., Washington, D. C. 


First National Bank Bldg., Cincinnatti, O. 












Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 





Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


















Blackmar & Bundschu 


a H. Ear Iton Hanes Attorneys and Counsellors 
Attorney and Counselor at Law, Suite 904 Commerce Building, bik 
418 and 419 Colorado Bldg., Kansas City, Mo. ‘ 
Washington, D. C. Special Attention to Rate Claims and 


Practice Before the Interstate Commerce Commission 


Rufus B. Daniel 


Interstate Commerce Cases Only 













AT THE-BAT IN El Paso, Texas bd 
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BORDERS, WALTER & BURCHMORE 
555-561 Rookery, CHICAGO 
M. W. Borders Luther M. Walter John S. Burchmore 

9 CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 

AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT: 
————— 
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DIGEST OF NEW COMPLaiNTS 


No. 6863, Sub. No. 1. Patent Cereals Co., Geneva, N. Y., vs. 

Lehigh Valley. 

Alleges unjust and unreasonable rates on grain and grain 
products in Official Classification territory through imposition 
of a switching charge of $4 per car. Ask for a desist order 
and reparation. 

No. 6912. Chestnutt Lumber Co., Nashville, Tenn., vs. Mobile 
& Ohio et al, 

Alleges imposition of a lic rate on dressed yellow pine 
from Lauderdale, Miss., to Nashville, is in violation of a 
tariff publishing a rate of 13c. Ask for a cease and desist 
order and reparation. 

No. H. C. Jones & Co., Baltimore, Md., vs. Northern 
Central et al. 

Alleges imposition in demurrage charge, due to slow move- 
ment of ten cars of hay into Baltimore yards. Asks for 
reparation, 

No. 6915. William B. Larzelere Co., San Francisco, vs. Atch 
ison, Topeka & Santa Fe. 

Against a refusal to absorb storage charges at Stockton, 
Calif., leading to unreasonable charges on potatoes and other 
vegetables. Asks for reparation. 

No. 6916. The National Rolling Mill Co., Vincennes, Ind., vs. 
Chicago & Eastern Illinois et al. 

Against a rate of 22c on bar iron, Vincennes to Hopkins- 
ville, Ky., as unjust and unreasonable. Cease and desist 
order, maxima rates, and reparation demanded. 

No. 6853, Sub. No. 1. Imperial Valley Oil and Cotton Co., El 
Centro, Calif., vs. Southern Pacific et al, 

Alleges that a rate of 60c per 100 lbs. on cottonseed meal 
and cake from El Centro and Calexico to Galveston is unfair, 
unjust and unreasonable to the extent that it exceeds 30c, 
and if allowed to stand will retard the development of the 
long staple cotton field in the Imperial Valley because of its 
prohibitive character. Asks for a rate not exceeding 30c per 
100 pounds, and reparation down to that point on about fifty 
carloads shipped since March. 

No. 6917. Hayden Bros. Coal Corporation et al., Oak Hills Min- 
ing District, Colo., vs. Denver & Salt Lake et al. 

Against the absence of joint through rates on coal from the 
above named district to points in Kansas on the lines of the 
Santa Fe. Ask for the establishment and maintenance of 
joint through rates not to exceed the rates contemporaneously 
in effect from the Walsenburg District to the same destina- 
tions. 

No. 6917, Sub. 1. Same vs. Same. 

With reference to points on the Missouri Pacific in Kansas, 
Nebraska and Missouri. 

No. 6917, Sub. 2. Same vs. Same. 

With reference to shipments on the lines of the Santa Fe 
between Topeka and Kansas City to St. Joseph and Atchison. 

No. 6917, Sub. 3. Same vs. Same. 

Same with reference to shipments over the Santa Fe, Abi- 
lene to Superior, Neb., and Salina, Kan., and from Manches- 
ter, Kan., to Barnard, Kan. 

No. 6917, Sub. 4. Same vs. Same. 

Same via the Chicago & Northwestern with reference to 
the rates from points in Wyoming, Nebraska, South Dakota 
to destinations in the same states 

No. 6917, Sub. 5. Same vs. Same. 

With reference to shipments on the lines of the Chicago 

& Northwestern in Nebraska and South Dakota. 
No, 6917, Sub. 6. Same vs. Same. 

With reference to shipments on the line of the Missouri 

Pacific, in the states of Kansas and Missouri. 

No. 6918. S. F. Scattergood & Co. vs. Pennsylvania R. R. Co. 
et al. 

Overcharges on shipments of grain, Chicago to points in 
New Jersey and Pennsylvania Reparation asked for 

No. 6919. H. A. Marr Grocery Co., Denver, Colo., vs. Colorado 
& Southern et al 

Unjust and unreasonable rates on shipments of canned 
goods, Maryland points to Denver, Cole. Ask for a cease and 
desist order, the establishment of maxima rates, and repara- 
tion. 


DOINGS OF THE TRAFFIC CLUBS 

At the May meeting of the Brooklyn Traffic Club 
the members listened to an address by Robert Rae. 

The Traffic Club of Cleveland will hold its election 
Monday, June 22nd, in connection with the annual outing 
at the Willowick Country Club, for which occasion a 
program of sports is being arranged by the entertainment 
committee. The committee of nominations consisted of 
W. E. MacEwen, chairman; Geo. W. Teare: Frank Laugh- 
lin; O. F. Baughman; C. F. Wood; A. L. Armstrong and 
Frank H. Baer. The candidates follow: For president, 
D. F. Hurd; first vice-president, J. W. Clark, L. H. Geller; 
second vice-president, J. G. Masterton, T. W. Ross: sec- 
retary, M. F. Doyle; treasurer, G. F. Clough, A. M. Andrus: 
board of governors: Industrial representatives (2 to be 
elected), W. V. Bishop, R. P. Wilkins, J. A. Coakley, Wm. 
K. Maher; transportation representatives (3 to be elected), 


M. S. Thorne, G. L. Brock, J. J. McCormick, V. K. Nor- 
bert, A. R. Gould, E. C. Collins. 
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The Traffic Club of Kansas City will hold its fourth 
dinner Friday evening, June 12th, at the Kansas ty 
Club. The dinner will be to members only, with a free 
discussion by all members of the progress made and the 
future policy of the club. The club is six months old, and 
has a membership of 350. 

Arrangements have been made by the Transportation 
Association of Chicago~for the exclusive use of the 
Steamer City of South Haven, through the courtesy of 
Mr. Cochrane, for the initial outing of the season. The 
date is Saturday, June 20th. The cost is 75e for the 
round trip from Chicago to Waukegan; children half fare 
The boat will leave the dock at Clark street bridge at 
two o’clock and return about eight in the evening. Ther 


will be music, cabaret and dancing. 


MINOR UNREPORTED OPINIONS 


(Complete copies of Unreported Opinions may be obtained 
from the Traffic Service Bureau at Washington, D. C ta 
nominal charge.) 


No. A615, Case No. 50600. Roseland Truck Farmers’ Asso- 
ciation vs. Illinois Central R. R. Rates for the transportation 
of beets, mixed C. L., shipped in with other vegetables from 
Roseland, La., to Chicago, Ill., having resulted in overcharges 
reparation is awarded. 

No. A617, Case No. 4554.—National Coal Co. vs. B. & 0 
R. R. Co. Reparation awarded account of damage suffered by 


complainant due to discrimination in the distribution of coal 
ears by defendant. 

No. A618, Case No. 2486. Gisholt Machine Co. vs. C. & N 
W. et al. Rates for the transportation of iron working machin- 
ery from Madison, Wis., to East Boston, Mass., found to have 
been unreasonable and reparation awarded 


POSITIONS WANTED OR OPEN 


EXPERT RATE AND CLAIM MAN, at present Au 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference 
Will require thirty to sixty days in which to get re 
lieved. -B. M. C. 32, The Traffic World, Chicago, I]. 
cr 

Expert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and steel company, desires to 
make new connection with large industrial or commercial 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar 
ried; temperate. B. A. 41, The Traffic Worid, Chicago IIl. 
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Young man, 27, experienced in SALES AND TRAF- 
FIC WORK, at present employed, will change if offered 
proper inducement. Ability of the highest order ind 
first-class references. S. Q. 19, The Traffic World. 


gg OOo 

Lawyer—Young man 28 years old, 6 years’ expericnce 
in transportation and interstate commerce matt:rs, 
thoroughly familiar with decisions, rulings and procedure 
of I. C. C. and other governmental departments, is open 
for position with corporation, railroad, or comme! al 
elub needing commerce attorney or assistant. 

Have held positions of highest trust, and can fu! 
best of references both as to personal character and busi 
ness ability. Location not important. Salary comm? 
surate with position and its opportunities. Corresp: d- 
ence confidential.—B. R. 29, THe Trarric Worxp, Chica20, 
Ill. 











THE TRAFFIC WORLD 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


Huguenot Express Co. 
NEW YORK, N. Y. 


624 West Thirty-sixth St. Phome 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
aad distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO . 443 Marquette Buliding. 
ST. LOUIS . 1501 Wright Bullding. 

Carload distribution to all railroads at Chicago and St 
Louis without teams; L. C. L, shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 
U. S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


Bash Storage Company 
FT. WAYNE, IND. 


Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA. CUSTOM HOUSE BROKERS. 


Merchandise and gcods of all character stored, trans- 
ferred, forwarded, distributed Maximum service for 
minimum cost. Freight service to and from Savannah un- 


surpassed. Twenty ships each week to and from prin- 
cipal Eastern markets 


Jenkins Express 
COLUMBIA, S. C. 
The Geographical Center of Its State. Four Railway 
Systems. River Transportation. 
Equipped for general storage, distribution, forwarding 


Motor truck transfer. Private side track connecting all 


lines. 


If you want the names of Warehousemen at 
cities not shown in this Directory, write 
The Traffic Service Bureau, 
Chicago. 


THERE IS ONLY ONE WAY 


And that is by checking the changes from week to week as they are printed in 


THE TRAFFIC BULLETIN 
THE TRAFFIC SERVICE BUREAU, CHICAGO 


SAMPLES ON REQUEST 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities” for stor- 
ing, handling, transferrimg and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, custém house brokers. Borded and 
free warehouses. 


Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA. 


STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 


Jones & Company,Inc. 


NORFOLK, VA. 


Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 
DENVER, COLO. 
501 SIXTEENTH STREET. 
DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON & CO., Chicago. New York. London, 
Liverpool, Paris, Havre, Boulogne-Sur-Mer, 


“tart Fie UP-TO-DATE 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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THE fRAFFIC WORLD 


Are You Ever in Need 


PROMPT INFORMATION 


as to 





Rates in effect last month or last year? 


Complaints as to Rate Adjustments, etc., or as 
to Answers theretor 


Proposed Changes in Rates on Specific Com- 
modities or in General Rate Adjustments? 












The Provisions of Tariffs not in your File? 


Figures submitted in Reports to the Commission? 


WE CAN SERVE YOU WELL 
And Our Charge Will Be Right 





Special Service Department 


The Traffic Service Bureau 


E TRAFFIC W 


308 Silerein, Bids., Weblitedson, D. C. 
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